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The Wearing Qualities of Ame 





rican Steel Rails. 


The following, which is a portion of a pamphlet published 
by the American Iron and Steel Association, contains some 
interesting and valuable information concerning the life of 
steel rails, as well as evidence of the excellent results ob- 
tained from those of American manufacture: 


In the London Standard for Sept. 27,1879, there appeared 
the following false and slanderous reference to the quality of 
American steel rails: 

‘* Happily the Bessemer rails of England are making their 
way into the American market, despite the obstacle present- 
ed by the high protective duty. An order for 10, tons of 
English ate rails for the New York Central Railroad was 
given a short time back by Mr. Vanderbilt for the reason 
that, although the English rails cost 25 per cent. more than 
the American rails, they were cheaper in the en owing to 
their greater durability. No American manufacturer would 
guarantee his rails to last longer than five years, subject to 
the heavy strain of the New York Central line. But the 
English manufacturer offered a guarantee of twelve years’ 
wear, all rails not coming up to the standard to be replaced 
free of cost. That this was no fallacious undertaking was 
proved by the fact that there were English rails on the 
American line which had been in constant use for many 
years without showing the least signs of wear, while Ameri- 
can steel laid at the same time was worn out and required to 
be replaced. So shrewdly did the railway authorities recog- 
nize their position that they resolved to use American rails 
where the traffic was light—perbaps to propitiate their coun- 
trymen—and English rails where the traffic was heavy. 
Thus it was officially announced: ‘A road with the enor- 
mous traffic of the New Yord Central cannot afford to be de- 
prived of its tracks every few years for the laying of new 
rails, and where the heaviest wear is we shall lay the Eng- 
lish steel,’ ” 

As this paragraph has been reproduced in this country in 
the columns of journals unfriendly to American industrial 
interests, and as other statements embodying substantially 
the same false allegations have from time to time during the 

resent year appeared in the same journals, the American 
ron and Steel Association deems it proper to submit to the 
public, in defense of American ceauelianieniae integrity and 
skill, such testimonials to the wearing qualities of both Eng- 
lish and American steel rails as it has able to procure 
in the brief space of tine during which the subject has been 
under censideration. If objection be made that these testi- 
monials are not of sufficient scope nor comprehensive of 
sufficient time to justify any general conclusions concerning 
the comparative merits of English and American steel rails, 
the answer is that few railroad companies in this country 
have preserved a record of the life of rails laid down in their 
tracks, whether of iron or steel, and that such records as 
have been preserved by leading companies, and are bere- 
with submitted, are not partial in their character, but impar- 
tially embody the results obtained in the use of both English 
and American steel rails by these companies. 

There is, however, One. phase of the inquiry about to be 
made which places American steel rails at a disadvantage, 
and, without claiming any odds for these rails on this ac- 
count, it is but just thatitbe stated. A reference to the his- 
tory of the Bessemer process for manufacturing steel will 
show that it was perfected in England in 1857, in which 
year a rail produced by it was laid down in the Midland Rail- 
road, where it remained for sixteen years, all the while being 
subjected to hard service, From 1857 steel rails were régu- 
larly manufactured in Englan |, the experimental stage of the 
Bessemer process having ended in that country in that year. 
The depressing effect upon all our industries which was 
produced by the tariff of 1857 and the occurrence of our civil 
war in1861 combined with the promise of ultimate satisfac- 
tory results from the experiments of Mr. Kelly, of Kentucky, 
who had anticipated Mr. Bessemer in the discovery of the 
pneumatic principle, to prevent the prompt introduction of 
the Bessemer process into this country, and it was not, there- 
fore, until 1864 that arrangements were made to introduce 





it, and not until 1867 that the conflicting claims of the hold- 
ers of the Bessemer and Kelly patents were so far harmo- | 
nized as to admit of the manufacture of Bessemer steel in | 
this country as a commercial product. It will be seen that | 
ten years elapsed after the perfection of the Bessemer process | 
in England before it was fully naturalized upon American soil, | 
and that England had, therefore, these ten years the start of 
the United States in experience in its workings. To-day the 
claim is not recklessly made that American practice 
and American appliances in the manufacture of Bessemer 
steel are superior to those of England, but when 
this industry was ten years old in England, and in its tooth- | 
less infancy in this country the situation was exactly re- | 


versed. England had experience, accumulated skill, and | 
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TABLE 1.—STATEMENT OF AMERICAN STEEL.~RAILS—WORKS NOT GIVEN, (IN. PENNSYLVANIA), °° 
Laid on the Pennsylvania Railroad, west of Philadelphia, 
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TABLE 2.—STATEMENT OF PENNSYLVANIA STEEL COMPANY'S RAILS, 
Laid on the Pennsylvania Railroad.—Philadelphia to Pittsburgh and Branches. 
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TABLE 4.--STATEMENT OF FOREIGN STEEL RAILS, 
Laid on the Pennsylvania Railroad, west of Philadelphia, 
OO Sl AR A ine gre fg i ARE OPER SI AEN 1864. 1865. 1866. 1867. 1868. 1869. 1870, 1871. Total, 
WOE BOMB iio. sci Codec cly Vicdscccdiveccohovecsees “157.00 “875.00 1579.00 4058.00 2045.00 1802.00 1008.00 2658 .00 14582.00 


Removed in 1871.. 
a, ee, 





SOOO, ..,.. . . oc0 5540) decd vo Te bawheneenelenerss 


Per cent, removed 











0.67 4. 1.17 6.67 ee Pere 14.52 
14.50 4.15 21.63 cor lebotcecelaecanes 40-37 

3.56 18.27 10.45 5.91 1.70 0.25 40.14 

1s geoe| ,O8.98 WUE lacccctaclosovecesia oe 68.05 

coe ees 152.88 489.46 44.73 65.76...... 752.93 
; oe 23.65 14.92 567.01 F 682.66 

coseeane 7.44 525.04 17.76 5. 55 666 33 

0.30 23.89 40,62 3.32 34.00 4.68 106.81 

0.67, 176.09 630.31 670.83 661.01 200.32 33.48 2372.71 
0.18 11.15 15.53) 22.77 36.67 19.87 1.22 16.27 


Average life of worn-out rails, 7.77 years. 


in the United States, and therefore its statistics afford the 


nearest paralle] with the statistics of English steel rails. It 
must not be inferred that the Pennsylvania Steel Company’s 
steel rails are the only good American rails, as the general 
standard of quality is uniform at all American works. 
(Table 1.) Of 92,671 tons of American rails laid from 1868 
to 1878 only 5,805.12 tons, or 6.26 per cent., were removed. 
This is a good record for eleven years, but it would have been 
very much better if the exceptionally bad character of the 
rails made in 1871 had not rendered necessary the removal 
of so many of them. 


(Table 4.) This table refers to the experience of the Penn- 
sylvania Railroad Company in the use of foreign steel rajls, 
mostly, if not wholly, of English manufacture, These rails 
were laid down from 1864 to 1871, in which latter year all 


| further purchases of foreign steel rails by this company 


{t might be urged, in justification of | 


this exceptional experience, that the companies which manu- | 


factured the rails laid down in that year had not then so 
fully mastered the whoie art and mystery of the Bessemer 


perfected machinery in the manufacture of the new prod- | process that further experiments which might be disastrous 
would be impossible; but we prefer to tell the exact truth, | 


uct ; 
knowledge of the value of our own natural resources for the | 
manufacture of this product. Hence, it may fairly be 
claimed that, in the comparisons’ we are about to submit, | 


and which go back to the first year in which steel rails as a | 


commercial product were made in the United States, the | 
steel rail manufacturers of this country are placed at a dis- 
advantage. 

PENNSYLVANIA RAILROAD. 


In Tables 1 and 2, which will be found herewith, the experi- | 
ence of the Pennsylvania Railroad Company in the use of | 
American steel rails on its mainline and branches west of 
Philadelphia is given ; in Table 3 the experience of the same | 
company in the use of American steel rails on the division | 
embracing the United Railroads of New Jersey is given ; 
andin Table 4 the experience of the same company in the | 
use of steel rails of foreign manufacture on its main line is | 
given. The experience of other railroad companies is pre- | 
sented in subsequent statements. We will first analyze the | 
figures of the four tables relating to the Pennsylvania Rail- | 
road, premising the analysis with the remark that the strain | 
to which rails on this road have been subjected has been as | 
severe as that upon rails on any other road in the country. 
Its traffic has-been as heavy as that of any other road, Tea 
grades are as steep as those of any other road, and both | 
freight and passengers are moved as rapidly over its tracks 
as over the tracks of any other road. These statements are | 
made not to praise the Pennsylvania Railroad, but toempha- | 
size the fact that it is in all respects a representative Ameri- | 
can road, and the further fact that the steel rails which have 
been laid in its tracks have been subjected to as hard usa 
as steel rails laid in any other tracks of American railroads. | 

It may here very properly be remarked that the steel rails | 
made by tLe Pennsylvania Steel Company have been taken 
for comparison with foreign rails, because this company was 
the first to engage actively in the manufacture of steel rails 


we lacked all these, and we particularly lacked a | 


wh 
factured from pig iron of inferior quality, the scarcity of all 
kinds of pig iron in that year and the urgent needs of the 


ich is that the rails laid down in 1871 were largely manu- | 


railroads combining to prevent a careful selection of pig iron | 


for the Bessemer works of the country; and, further, that 
unsatisfactory soft steel rails were made in that your as a 
consequence of the ‘adoption by the Pennsylvania Ruilroad 
Company of the drop test. But for these unfortunate cir- 
cumstances the percentage of removals from 1868 to 1878 
would have been much less than it was. Even with a per- 


centage of 6.26 removals in these eleven years, the average | 


life of the rails removed was 5.07 years. : 

(Table 2.) In this table, extending over the same period of 
years, from 1868 to 1878, the quality of the rails manufac- 
tured by only one company (the Pennsylvania Steel Com- 
pany) is involved. The result is even more satisfactory 
than that presented in the first table. Of a total of 47,208 
tons of rails laid in these years, coy SS OF tons, or 5.38 
per cent., were taken up, and of 6,629 tons laid down from 

875 to 1878 not one rail was removed. The average life of 
the rails removed from 1868 to 1878 was 5.51 years. The 
Pennsylvania Steel Company shared in the unfortunate ex- 
perience of 1871, or the aggregate and percentage of re- 
movals would have been much less than the table records, 
and the average life of tke rails removed would have been 
much longer. ‘ 

(Table 8.) This table also concerns the quality of the Penn- 
sylvania Steel Company’s rails, but only on the New Jersey 
Division of the Pennsylvania Railroad Company® line, T 
period embraced is from 1873 to 1878. The total quantity 
of rails laid was 16,037.65 tons, and of these only 31.28 tons 
were removed, or less than one-fifth of’ one per cent. 
average life of the rails that were removed was 1.64 years. 
The exceedingly small quantity of rails removed during the 
whole period defies all criticism. 


The | 


The. 


practically ceased, The total quantity laid down in the eight 
years named was 14,582 tons, and of these 2,872.71 tons, or 
16.27 per cent., were removed from 1871 to 1878, The 
average life of the rails removed was 7,77 years. 

An examination of all the tables will show that the foreign 
steel rails which were first laid down have worn better than 
those which were last laid down, and that the quality of 
American rails has steadily improved from year to year, 

A comparison of the results established by the tables relat- 
ing to the Pennsylvania Railroad shows that the average life 
of the foreign rails removed from the track was greater than 
the average life of the American rails removed, the ratio 
being about seven years to five years. Evidently a smaller 
percentage of defective or imperfect foreign rails was laid 
down than of defective or imperfect American rails, Only 
rails of this character could: have been removed, for a large 
majority of all the rails laid down, both of foreign and do- 
mestic make, still remained in the track at the close of 1878: 
these rails may be assumed to have been mechanically per- 
fect. It is practically impossible to manufacture large quan- 
tities of steel rails, or, indeed, of any other metallurgical 
product, in unvarying perfection, and defective steel rails 
are sometimes made by all makers, foreign and domestic. 
Viewed from astand-point friendly to American rails, it may 
be said that the longer life of the foreign rails removed from 
the track of the Pennsylvania Railroad may be accounted 
for by frankly admitting that all of the foreign rails laid 
down were subjected before shipment, for comme: cial 
reasons, to a more rigid inspection than American rails, and, 
therefore, that fewer imperfect rails of foreign make than of 
domestic make were laid down, Or, the variation of seven 
to five, favorable to foreign raijs, may be accounted for by 
citing the longer experience, as already explained, of foreign 
manufacturers, especially in the selection of raw materials, 
enabling them to make fewer defective rails. But a reason for 
this variation that, in an apologetic sense, is still more favor 
able to the American makers, has already been mentioned 
The tables we have given show that by far the greatest per 
centage of removals of American rails was of the make of 
1871. This was the year of the iron famine, during whicha'l 
kinds of pig-iron were scarce ine this country, and, the cd 
mand for both pig-iron and rails being in excess of th i 
ply, as was lately the case, inferior pig-iron wa iril 
used in American Bessemer converters, It was t il 
too, of the delusive drop test. 

But the phase of the steel-rail question which 


} ' 
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considered is one of t importance when compared with 
another which we now present. The life of the rails 
removed trom the track of the eevee Railroad has 
been shown; what of the wearing Uwe of the rai’s which 
have not been removed ? Our ta show that only a small 
perewntoge of all the steel rails laid in the track of the Penn- 

yivania Railroad and its branches, whether of foreign or 
domestic make, was removed down to the close of 1878, and 
that, of the rails which were removed, the largest percentage 
was of foreign rails. The percentage of removals of Amer- 
ican rails is largest in Table 1, embracing the eleven years 
from 1868 to 1878; it was 6.26 } 3 cent. The percentage 
of removals of foreign rails from 1864 to 1878, fifteen years, 
was 16,27 per cent, percentages when analyzed are 
favorable to the wearin, of American as compared 
with foreign steel rails ia ratio of 17.5 to 9.2, or almust 
twotoone. They indicate as ly as figures can indicate 
anything that the American rails which have been laid in 
thé track of the Pennsylvania Railroad are wearing almost 
‘wice as well as the foreign rails laid in the same track, not- 
withstanding the longer experience of the foreign makers; 
notwithetansing their more rigid system of inspection; and 
notwithstanding the oy gy of procuring good Bessemer 
pig-iron in this country in 1871. 

If groups of three or four years be taken for comparison. 
instead of the whole periods ne my Bieter American and 
foreign steel rails have tively in use on the Penn- 
sylvania Railroad, it will be found that the results are 
eqnally favorable to American rails, In the three years 
1868-09-70 there were laid 14,274 tons of American rails, of 
which 1,172.82 tons have since been removed, or 8.21 per 
cent. In the same years there were laid 5,755 tons of 
foreign rails, of which 1,582.16 tons have since been re- 
moved, or 26,62 per cent. the four years 1868-69-70-71 
there were laid 24,598 tons of American rails, of 
which 8,602.47 tons have since been removed, or 14.64 per 
cent. Ia the same years there were laid 8,413 tons of 
foreign rails, of which 1,565.64 tons have since been re- 
moved, or 18.61 per cent. 

It is found, therefore, that the true test of the wearing 
qualities of domestic and foreign steel rails is in the percent- 
age of removals and not in the life of the rails removed; in 
the number of the rails which are still in service rather than 
in the behavior of those which have been withdrawn from 
service, 


PHILADELPHIA, WILMINGTON & BALTIMORE RAILROD. 


On the Philadelphia, Wilmington & Baltimore Railroad 
17,245.88 gross tons of steel rails have been laid from 1864 
to 1878, both years inclusive. Of these rails 7,384.66 tons 
were made by the best foréign makers, but mainly by John 
Brown & Co., being the best quality of rails made by that 
famous firm. The remaining 9,911.17 tons were all made by 
the Pennsylvania Steel Company, except 178.46 tons made 
by the Cambria Iron Company, The following table shows 


the number of gross tons of steel rails of foreign or domestic 
manufacture Jaid on this railroad 
1878: 


each year, from 1864 to 


| American. 

















+ 9,911.17 


| 7,334.66 


Total... . 


The most remarkable fact to be stated in connection | 
with these steel rails is that not one rail has yet 
absolutely worn out, i rails have failed at 
the end, so that they had to be cut, but the 
were relaid in the track elsewhere, Of these fifteen rails 
four were of foreign make and eleven of American make. 





As all these rails are still in the track of the Philadelphia, 
Wilmington & Baltimore Railroad, the American steel rails 
have worn fully as well as those foreign rails which were | 
laid at the same time. Some of the American rails have 


Mr. G. R. Blanchard’s Testimony before the New 
York Investigating Committee. 


(Continued from page 592), 


Mr. Shipman, the counsel of the Erie road, asked Mr. 
Blanchard to give the facts in relation to the origin and 
— status of the fast freight lines, saying that he did this 

cause there was a floating opinion that these lines were 
parasites of the railroad companies. 


ORIGIN OF FREIGHT LINES. 


The Chairman said that there was no such opinion on the 
part of the Committee. 

Mr. Blanchard said that when the trunk lines were first 
completed to their western termini, the roads beyond being 
independent of them, each railroad billed the freight only to 
the end of its own road, and then took receipts for it from 
the road to which it was consigned, and at the point of 
transfer the freight was usually transferred from the first 
road’s cars to the second’s, and tallied. Or, when, in excep- 
tional instances, bills of lading were given through, they 


were accompanied by limitations as to liability which com- | 


pelled the owner of the freight, if any loss occurred, to find 
the line on which the loss occurred, and seek his remedy 
from it. To avoid these detentions and other disadvantages 
fast freight lines were established, the first being ‘‘ Cassell’s 
Dispatch,” working over the New York.Central, which was 
afterward merged into the Merchant’s Dispatch, which 
is largely owned by the American Express Company. The 


second was the Great Western Dispatch, working over the | 


Erie, which began operations Feb. 1, 1857. In January, 
1864, the (Star) Union Line was started on the Pennsylvania, 
and in September, 1868, the National Line, over the same 
road, In 1871 the Baltimore & Ohio, after a study of the 
above lines by the witness, then its General Freight Agent, 
started the Globe Line and the Commercial Line. 

There were different kinds of contracts between these 
freight lines and the railroad companies. In the early days, 
and especially on the Erie, the freight lines paid the railroad 
so much a car, and got what they could for freight. He had 
found such contracts on the Ohio & Mississippi with the Great 
Western Dispatch. This form of contract was often very 
profitable to the freight line but bad for the railroad. 
Another form provided that the freight line should receive 
a certain percentage of the earnings from the freight car- 
ried in its cars. When he came upon the Erie he found such 
a contract with the ‘“‘ Erie & Pennsylvania Dispatch,” but 
with a provision that the railroad company might abrogate 
it by notice before May 1, 1875. This notice was given ard 


the line merged with the Great Western Dispatch. Be- 
fore that there was a peculiar contract with the 
Great Western Dispatch. It had a nominal capital 
of $8,000,000, of which the Erie had $900,000 and 


the United States Express Company $600,060, and the 
rest was held by the other railroads over which the line 
worked, this capital being represented by cars contributed 
by these several stockholders. The percentages of earnings, 
which witness believed to be 15 per cent. on 
first and second class and 5 per cent. on fourth-class 
freight, were to be paid to the Manager of the freight line; 
and out of this first the expenses of the line were 

id and then dividends to the stockholders, He ob- 
Jected to this contract that it gave the United States Ex- 
ress Company one-fifth of the earnings of the freight line, 
hough it did no transportation for it, as the railroads in the 
line did. It was finally agreed that its cars should be sold 
as far as possible, and its interest in the line decreased with 
the cars it had in it. Of the 600 cars which it had origi- 
nally, 480 have been sold. With this exception the Great 
Western Dispatch is now run on the codperative plan. In 
this connection Mr. Blanchard submitted the following ex- 
tract from a letter from himself, the General Superintend- 
ent and the Auditor of the Erie, which was used in a recent 
litigation: 

* The next charge relates to the Erie & North Shore and 
Great Western Dispatch Companies’ freight lines. 

‘The Erie Railway, with 37 of its connections, are the 
sole parties to the contracts for their formation, operations, 
receipts, expenses and results; they are both governed by 
9 of managers or directors, consisting of one officer 
from, and designated by, each railway in interest; all their 
officers, employés and agents are engaged at fixed salaries, 
and there are not and cannot be any private interests, gains 
or emoluments whatever, in their operations or results, and 
they are not companies ; they are merely the designations or 
trade-marks of certain routes for marking and the quicker 
dispatch of goods, as freight trains are designated by num 
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penses are refunded each month to keep full their capital or 
managing funds, which are eoutistinated entirely by and be- 
long only to the railways in interest ; their managers and 
agents have no power whatever to make or change rates, 
agree to drawbacks, collect or refund moneys, or do any- 
thing but solicit traffic at rates fixed solely by the railway 
companies, or take such other action as the railways author- 
ize. We make these explicit statements, and attach a copy 
of the North Shore contract in appendix, to disprove effect- 
ually false, ignorant and malicious statements of this char- 
acter, scope, and operation, which have been persistently re- 
peated. This railway formerly had fast freight lines cover- 
ing private interests, the last of which was entirely elimi- 
nated by your order [President Jewett’s] May 1, 1875.” 

Mr. Blanchard submitted a statement of the monthly audit 
e the Erie & North Shore Dispatch for last August, as fol- 
Ows : 

The percentages of the through freight and of the earnings 
from through freight over the Erie done in May last by each 
freight line and aside from any freight line were as follows: 


Tons. Revenue 
Per cent. Per cent. 
Erie & North Shore Line.... Fein te | 25.47 
Erie & Milwaukee Line.................... 1.62 1.71 
Great Eastern Line....... Ebie sPaawe ee Be 0.11 .10 
South Shore Line & Great Western Dis- 
patch (Buffalo) bahasinbe:.b) on eiitd oer . 1249 8.13 
Great Western Dispatch and Erie & Pa- 
cifie Dispatch (Salamanca)............ . 27.91 34.44 
Wabash & Erie Line............. ey 8 32 68 
Other through freight not via fast freight 
BOG  ahacées BandeteditserSévleseseeranw me ae 29.47 
100.00 100.00 


This included shipments via the lakes. When navigation 
is closed a larger proportion of the whole goes by the freight 
lines. 

Witness believed that freight lines have been an absolute 
necessity in the past conditions of through freight business; 
but as perfection and extension of the pooling system would 
enable the railroads to modify the practice, though it will 
always be desirable to have line cars limited to certain routes 
of transportation, and agencies authorized to give through 
bills of lading and the joint responsibility of the roads over 
which the shipment passes. 

As it exists the system was adopted to meet the demands 
of shippers. 

In answer to Mr. Sterne, Mr. Blanchard said that the over- 
charges on the Erie & North Shore account above were prop- 
erly rebates, and all on accountof east-bound freight: over- 
charges were sometimes questioned; the contract with the 
freight line requires that the charges shall always be as high 
as by other routes; if one company thought they were not so 
high, it might refuse to pay until it was satisfied. 

Mr. Blanchard was examined at some length as to whether 
a clearing-house system like that of England would not sup- 
ily the place of fast-freight lines, but thought there would 
e no particular advantage in such a system, though he fa- 
vored concentrating the control of traffic as was done through 
Mr. Fink’s office. He found private stockholders in the Erie 
& Pacific Dispatch when he came to the Erie. They were 
not ofticers of the company. 

Here Mr. Sterne said that he thought there was no question 
that freight lines were started originally as an economy, and 
that railroad officers availed themselves of them for their 
own private benefit; that then it developed into part owner- 
ship by the railroad, and finally resulted into the codperative 
system, which is a better one. 

CLASSIFICATION. 

With regard to classification of freight, Mr. Blanchard said 
that among the circumstances that determined the class 
were the quantity and regularity of shipments, the bulk in 
proportion to weight, liability to damage, the method of 
packing as affecting such liability, the convenience of hand 
ling, and, to a great exteut, competition. The latter had 
affected especially the classification of freights over the Pa- 
cific roads, the competition of ocean steamers compelling 
the placing of teas and silks into lower classes than in ordi- 
nary traffic. The change of an article from one class to 
ancther is equivalent to changing the rate on that article. 
Many articles are classed lower when the owner assumes the 
risk of loss and damage. Classifications are different in 
different parts of the country. On his road 159 articles 
were classed the same in the through and local classifica- 
tions, but 147 were classed differently. So classification on 
goods imported from England may be changed to meet com- 
petition. 

Mr. Sterne cross-examined Mr. Blanchard with a view to 
show that a higher classification or a higher rate on valua- 


: | bers or passenger trains by letters; all the railways parties ble goods was not justifiable because the cost of transporta- 
been in use for ten years, others for nine years, others for | 


eight years, others for seven years, etc., and all may be re- 
lied upon for still further service. 


BALTIMORE & OHIO RAILROAD, 


Mr. W. N. Bolling, Chief Engineer of the Baltimore & | 
Ohio Railroad, makes the following statement, under date of 
June 28, 1879, concerning the use of féreign and American | 
steel rails in the tracks of that road : | 

The Pennsylvania Steel Company, Feb. 3, 1876, con- | 
tracted to deliver in June, 1876, to the Baltimore & ‘Ohio | 
Railroad Company 1,000 tons of rolled Bessemer steel rails 
of the best quality and make, from bloomed or hammered | 
ingots, and 72 Ibs. tothe yard. The rails were warranted to | 
be equal under similar service to any 1,000-ton lot of steel | 
rails furnished tothe Baltimore & Ohio Railroad Company | 
by Sir John Brown. 1,000 tons were delivered in May, | 
June, and July, 1876, in 3,125 bars, and were distributed | 


thereto act coGperatively under the two said contracts, and 
each and all share any and ail profits, gains, rates, drawbacks, 


| concessions, advantages or disadvantages whatever, in their consideration. 


business, and pay their total expenses in the proportions of 
their several earnings in said lines, which are ascertained 
and stated monthly at a meeting of the railway freight 
officers of the companies in interest, by whom their forms, 
systems, vouchers and account are fixed and regulated 


upon personal examinations; all railway officers in- 
terested and present at the monthly meeting sign, 
a joint certificate of audit, upon which the ex- 

ERIE & NORTH SHORE 


tion might be no greater than for less valuable freights. 
Mr. Blanchard insisted that the value should be taken into 
It was worth more to the merchant to have 
a box of silk carried than a box of cotton. 

The classification in force is the result of 25 years of the 
joint experience of the railroads and the shippers, there be- 
ing frequent conferences with the merchants on this subject 

A request was made for a statement of the sums paid for 
damages on each class of goods, which Mr. Blanchard thought 
could not be obtained. 

Mr. Blanchard then submitted the following table of all 


DISPATCH.— Consolidated 


New York, Sept. 25, 1879 


The vouchers of the managers for disbursements in August, 1879, amounting to $27,634.20, have been examiped and approved. 


The apportionment of each company is as follows: 











as follows: West of Ohio River, 66 bars; Washington | EARNINGS 

Branch, 718 bars ; main stem, east of Cumberland, 2,341 | ety 

bars. Reports of all rails removed from the track have | RAILROAD CoMPANY Expenses Over Commis- Loss and Lighter-) Tota) 
been kept since December, 1876. The rail reports, how-| Wee t pis West- East a "| charges, sions. Damage age. 
ever, have returned no Pennsylvania Steel Company's rails | bound. bound 

removed from the track for any cause. These rails have | 

been in service only three years, and are of a heavy section | he : 

—72 lbs. M. C. R.R $12,058.15) $3,620.35 31,593.89 $2,488.34 $27.88 $15.89 $148.84) $4,266.82 

The Sir John Brown and early English steel rails are of a | rs by a ay san oe pi pend 4 oo rr v1 +4 ‘e285 % 82 LOS 2 

low light section—60 and 64 lbs. The failure of these rails |G. T Ry... Sage | epee rag OE 2'992°72) 17°284 30 660.63 696.49 79.48 4.22 79.04 

is usually by breaking at the joint, and not from wear. The | N.y..L. BE. &W. R.R v.1-| 81,419.92) 76,176.87 3,553.69 513.48 82.69 527.95 

true service com nm of rails is by the annual percentage | Receiver Erie Ry... ........605 sec cceeeeeeee seenessneuee cucees were. 488.93) .......... 

of failures and the tonnage. We have Sir John Brown's. Wabash Ry 4,192 82 11,103.02 39.02 9.22 44.40 

rails that have been in the track over 14 yearsandare doing | U-A. & Po Re Re eens wee.S7| 1,188.50 > 

service to-day. The first 1,000-ton lot was laid in 1869. It | PPE Sc. RR ee 35 "} 

would be difticult to ascertain how many rails of a particular ||) yh R 92594! 18.375 30 132.27 3.35 > 20 ; 
1,000-ton lot laid in 1869 are now in the track, and what|N. Penn. R.R..... ..... Pee Rey 294.65 706.06 32.98 10.43 "83 68 

the removals have been for each year since 1869. NoEng- | Phil. & Reading R. R..... 00... eee cee 15 40, 5,620.73 186.40 101.06 4 BR) oso0\F5 UBS 

lish rails of 72 Ibs. were laid prior to June, 1874. The best | Albany & Sus. R. R 892.95, 1,497.96 79.06 119.10 BAB), cv cvisies Ti 

English steel rails were delivered prior to 1874, and for com- | Chic. & N. W. Ry... eee es 1,824.63! 4,807.42 219.00 saw Bt xn 31.64 25 

parison a 1,000-ton lot prior to 1874 should be taken. The | {, = a a * Bos an bo yh rt Pons ng ee 2 

rails of 1869 have shown ten ) service. The tonnage|(¢' pes wR RO 5.70 3,296.13 129.99 ge as we ane 

prior to 1876 was heavier than since 1876. T., P.& W. Ry 11.33 76 4.19 

The conclusions are that the years of service of the Penn- | C..L.& ©. R.R... ne at RR sauces 4.17 9B). ies 1.25 

sylvania Steel Company's rails are insufficient to com Foreign roads...... dip ch eee enst ahs cass eek utekae 980.09 96 12.03 4.40 

them with the English rails of 1869 ; that the best Sir Jobn —___- emcee — 
Brown’s steel rails will give & service of more than sixteen POMS ste 0) ch yehnatyracé: a: 502 teeeeee | $70,801.20 $222,917.01 $9,700.88) $15,379.91 $899.21 . $667.63 $1,007.57) $27,654.20 
years on this road ; an 


3 on t that the Pennsylvania Steel Com- 
pany’s rails have an unobjectionable record for the three 
years of service. . | 


| 


respective railway companies, 


The General Manager of the Erie & North Shore Dispatch is authorized to draw at sight 


for the amounts above stated from the 











NT ai as 





NOVEMBER 14, 1879] 


the regular rates from New York to Chic (on which all 
other through west-bound rates are based) since 1861: 
ALL-RAIL RATES, NEW YORK TO CHICAGO. 
In cents per 100 (bs. 


CLASS. 
DatTy. 
1 2 3 4 Special 

Jan. 1, 1862.... ‘ 160 128 107 SP Avcoavel es 0ey 
April 7, Be eg ee 149 117 85 20 
ee Caer iaddvaies 180) 150-324 ) 
REG ee ee 166 117 4 HR 4:0 ania oehaiieha 
AiR aR RI arene .. 160 128 107 TNT gag gestalt 
| LN 150 124 85 
BE ME IR v0.06 5 coves esos ts 200 «166 «ILL thee vesiis vedee 
Sees, Ors clearest 215 160)| Wa OMB. 
May 24, 1865 ............... 215 180 106 on SRE Pere 
Oct. 16, “ ibs eskgudeaum 215 180 90 Ti, BATS by S ties ated 
SS See eee 215 170 82 Breas Eee 
pc aavessiengne en 188 160 127 hind bed allaie 
May 15, 1867 ......... : 188 160 127 SES ese axl Apes 
Tent case peanuts rekies 202 170 138 86 C«#«SC: 
Sh a Ds ss s'oo sc daeca eas 188 160 127 fh ERE 
Aug. 10, * 4rer oceeGe | ae 128 6120 fs ROAR soe 
SS, Seer ear ke 82 ae 
ONE). ae 188 160 127 82 dd 

_ ee 45 45 45 he fe 

“a PRI et ES 40 40 40 40 | 
Marchi5, ............ .... 160 160 | 197 B82] 55 ....... 
an S Sevcegoe| SOO | SON) Ge ST BY See 

"a, * Rseeiewein “0 60 | 5S 50 | ROTEL 
, Seer reer vies e j 45 45 45 45 401 ..... 

Sia & eee ee peel ee 40 40 40 ae 

a Et eo Pe 30 30) 30 30 Ree 
, es Pig: Pr A 8 ey 25 25 25 25 wie wate « 
i « < ccesanainnmeceun 38 38 38 38 38 


“ 30. * : ‘ 4 he le 
Sept. 22,‘ .... ee 40 40 40 40] 40 
De oa : 





30, * Sates’ 300 30; -90:| 80] 80 )...... 
i iveseus 50 50 50 50 a eS 
= a. ashe nebeees 75 75 75 50 50 
a a. Bees gees 125 «©1100 75 65 50 
See, TELS. peucttensensesss 140 125 100 80 50 
as eee Py er er ---| 350 139 100 | 80 55 
ee, M00 ds ccvccccese} eae 90 70 55 45 ; 
| Tl Seger eer eee 8U 70 60 5 2 | 
OMEN coated 65 60| 55) 45 | 40 











_* scan waitin 50 50 50, 45 40 
Aug. 12, “ xeon buanaaicnale | 5O 50 50 | 5O 40 |...... 
cae eg weee{ 100'| 90 4°90") “RB | “4B |... 
ier ; 125 110 85 65 50 
ey Me  Seesicccnavoeess 160 130))=—- 100 Gb j..... 
ND SUAS Gains. co wnekaete SUG 180 15) 120 80 60 
ee OO, GEIL. oc cssaviebonces 150 130 100 | 7 os) 
March y, * 100 90 70 55 OD lisweces 
ae we cee sansibes 75CC« BC | CSO} 45) 37 |...... 
"<5 nope? -oine 45 45, 45) 45 30 
i EES OK 40 40, 40| 40| 28 ...... 
o 45 45 45 45 ee 
Dine: GR ew ce weeeeawes 40 40 40 40 Bh ceves's 
ay Etat los | teipbvtaeeeawellewce ) 35 35 | 35 _ Eee 
Sept. 2, 0 30 B80) 30, 24 
Cie “t.055 evackshapied lo 90 70 55 ee 
Dec, 15, 125 110 85 65 fee 
Aug. 1, 1872 75 70 6u 45 35 
SE  Neccevtasnawabes 100 90 70 dd 45 
Oct. 14, 125 110 85 65 50 


Apr. 14, 1873 5 
July 21, “ , , 75 70 60 to 35 





Aug. 1° 40 40 | 30 | we ee 
Sept. 17, ** avcamaes 75 70 60 45 te entaneee 
Jan. 1, 1874... Ne 100 90 75 60 45 





July 24, * on 75 70 60 45 85 
Jan, 20, 1875 : vetoes} ae 90 i) 60 45 
TS Aer re, Ac ™® 7 60 45 SB 1 iis... 
Aug. 13, " errs 50 40 30 25 OP ti 55¢', 
Nov. 15, ** éobwas? 75 70 60 45 wD 
Dec. 22, ‘ sal 30 | 25 20 20 it) 
Jan. 10, 1876 axa 75 70 60 45 BO 
CT oS ao 5 F 7 70 60 25 B45) 

vg hae ueetvdes 25 25 25 16 16 |. 
Dec. 18, ** ove nes 50 | 45 40 30 20) 
Mar. 12,1877.... Tes 75 | 7 60 45 35 
See tei ‘ 75 | 7 60 40 

vi Re nme: 100 | 90 ri) 45 
Dec, 10, * oan, 050, ea¢0 . Ce 80 60 45 
Feb.15, 1878 Seapap cn a ek ee ae 


In 1870 while on the Baltimore & Ohio Railroad witness 
offered all sorts of inducements to bring freight to Balti- 
more. The flour exports for Brazil were sought by reducing 
flour rates east ; and to get coffee in the other direction a 
new fifth class was made in 1868, witha rate of 55 instead 
of 82 cents per 100 Ibs. 

In making rates consideration is had of the representations 
of merchants, who are constantly discussing the subject 
with the railroad agents. Rates from New York are often 
made lower than the railroads like on the shipper’s request, 
because of the competition at other cities. When the reduc- 
tion on coffee and sugar was made from Baltimore to Chi- 
cago, although at that time the Baltimore & Ohio had prac- 
tically no access to Buffalo, Detroit, Rochester and the Cana- 
dian cities, yet the other railroads had to reduce their rates 
to all these pe in order to meet the Baltimore-Chicago 
rate, because Baltimore affected Philadelphia and Philadel- 
phia did have access to Buffalo and the other cities named, 
At the close of the war there was an attempt to build 
up a great coffee trade with the Northwest at Mobile, and 
very low rates were made upon some cargoes received there. 
Although no one made complaint at that time that the 
trunk-line coffee rates were too high in themselves, yet the 
railroads were compelled to reduce those ratesto meet the 
competition at Mobile. The improvement of the mouth 
of the Mississippi is likely to compel some further modifica- 
tion in rates, if sugar refineries are established there to give 
cargoes north to boats briaging grain south. 

r. Blanchard submitted the ‘‘McGraham table,” on 
which rates from New York to different places were for- 
merly based, together with the modification of it adopted last 
June and published in the Kailroad Gazette of June 20 last 
(page 336). 

The making of west-bound rates was formerly affected "by 
the agents of Western railroads in New York, of which there 
were 17, representing connections of the Erie, who would 
give notice that their lines would require an arbitrary rate 
from the junction points, or some other arrangement which 
modified the total rate from New York to the point of des- 
tination. 

CUTTING RATES, 


With regard to the motives for cutting rates, Mr. Blanch- 
ard said that when it seemed certain that rates would be 
reduced somewhere, one company would sometimes antici- 
pate the reduction, hoping to prejudice shippers in its 
favor by being first in the market. Then agents of 
Western railroads which received arbitrary rates on their 
own roads were greatly interested in getting cut rates 
on the freight to their own roads’ eastern termini. The 
agent of the Chicago, Milwaukee & St. Paul road, for in- 
stance, in order to secure the larger share of the St. Paul 
business while maintaining full rates on his own road could 
make a reduction to the shipper on the rate from New York 
to St. Paul if he could induce some line to accept less than the 
regular rate from New York to Milwaukee or Chicago, and 
to get such rate would go from one trunk line to another. 





' | the business. 


THE RAILROAD GAZETTE. 


| But if the St. Paul rate was reduced, business was affected 
| at points lower down on the Mississippi, as at Rock Island, 
and the Rock Islind merchant appealed to the agent of the 
| Rock Island road to protect him, and so rates would finally 
| be reduced all the way from St. Paul to St. Louis, and even 
| to Memphis and New Orleans. 
| All this was bad; bad for the revenues of the roads, ond 
|bad for the merchant, who never could know when he 
|made a contract for transportation whether his com- 
|petitor would not get a better rate the next day, and 
| the bad effects involved localities and way business. In 
‘nine cases out of ten the cutting was done, when cn 
rates which were ostensibly pro-rated, by the agents of 
| Western roads giving drawbacks, which they hoped in the 
general demoralization the trunk lines would be induced to 


| share, and not by the officers of the trunk lines. Goods of 


| one class were accepted as belonging to a lower class, and 
| these merchants would sometimes misrepresent soods so as 
| to secure a lower classification, and when a dishonest mer- 
| chant did this, the honest merchant was in a manner forced 


‘| to, as his customers would buy of the one who could 
| lay down the goods at their destination for the least money. 
"| To these 
: | vouchers, the railroads endeavoring to conceal from each 
other, and one road from another in the same line, the re- | 


sractices were due the secret drawbacks and 


| ductions which they were making to increase their share of 
Then it became a question with the trunk lines 
how these evils should be remedied. It was solved by a di- 
vision of the traffic in agreed proportions not only among the 
trunk lines, but among their Western connections. Thus the 
west-bound pool arose. 

In answer to a question Mr. Blanchard said that when 
Western connections made an unauthorized rebate in hopes 
that the trunk lines would finally pay their proportion of it, 
the rebates usually were pro-rated. 

To these practices the west-bound pool has made a com- 
plete end, which promises to bepermanent. It has stood for 
30 months and grown in strength all the time; the advan- 
tages are such that the roads are never likely to go back to 
their old method of doing business. 

In answer to questions from Mr. Sterne, Mr. Blanchard 
said that when cut rates were made for east-bound freight 
they were always made by the Western connecting roads, 
when the freight passed over one, If the freight was sent 
by boat to Buffalo, the Erie road made the arrangement. It 
treated the Union Steamboat Company, though it owned 
nearly all the stock, precisely like a Western connection in 
this particular. The Erie had made special reduced rates 
from Buffalo to New York for grainin store there much 
lower than the local rate, and as much as half a cent lower 
than the through rate. This difference might determine 
whether the grain would go to New York ond Philadelphia, 
but witness did not remember any case when Philadelphia, 
competition caused the reduction: it was generally the canal 
rate. Great grain houses in New York, like David Dows & 
Co., Jesse Hoyt & Co. and Bingham Bros., had been piven 
special rates from Buffalo to New York of late years. They 
had never engaged the car facilities of the road for months 
ahead; they could not do that if they tried. All the con- 
tracts were for certain quantities, to be moved at 
the convenience of the road. The company never inquired 
whether the grain carried on such contracts belonged to the 
parties making the contracts, and had no means of knowing 
whether these parties farmed out part of their contracts to 
other people, except the reputation of such houses as David 
Dows & Co. He dia not think it made any difference to the 
railroad whether the grain fer a contract with one man for 
a thousand car-loads came from one person or fifty, 

ORIGIN OF THE WEST-BOUND POOL. 

Mr. Blanchard’s testimony with regard to the origin and 
history of the New York west-bound pool is so interesting 
that we give it nearly in full : . 

‘The state of affairs that I have outlined, of course, re- 
sulted in repeated conferences to see how we could stop it ; 
agreements as to the maintenance of rates were broken up 
by the causes | have referred to ; it therefore became clear 
that, inasmuch as the object of every company was to attract 
a certain amount of tonnage to one railroad or the other, 
if that certain amount of the tonnage could be fixed and 
given to one railroad or the other, without being under any 
obligation to this or that merchant, or to this or that rail- 
road, the trunk lines would be wholly independent of all these 
disturbing elements, and could do it ; several conferences 
were held looking to this plan, and as a little matter of ret- 
rospection, fourteen or fifteen months before the present 


xy a coincidence Mr. Fink’s name was suggested to occupy 
the same office that fourteen or fifteen months later he did 
fill). When I was in Europe in 1870, in June, the trunk lines 
had a final meeting upon this subject, and decided to put the 
plan in operation. Prior to that time, however, I should say 
that a meeting was held between the general traffic ofticers of 
the Baltimore & Ohio, the Pennsylvania, the New York Cen- 
tral and the Erie roads, in which it was discussed for nearly an 
entire afternoon as to the percentages that should be 
awarded to each company ; the New York Central Company 
and ourselves agreed—and this a part of the history of the 
case never before made public—that whatever we might be 
able to get after an allowance to the Pennsylvania and Bal 


were no statistics exhibited except of the most general char- 
acter, and no value or importance was attached to them ; 
and my recollection is, that we simply stated about the total 
amount of our total west-bound tonnage ; but we found the 
periods to be dissimilar, and therefore they had no value : 
we therefore proposed that the Pennsylvania Railroad and 
the Baltimore & Ohio have 35 per cent., and the Erie and 
New York Central have 65 per cent.; and the meeting ad- 
journed, After the adjournment, the ground was taken by 
both of us that there were but three trunk lines leading out 


ment, to a percentage of the business than had the Lake 


even come to Phiiadelphia, and, therefore, the divisions 
between the three railroads ought to be made alike, and that 


cede to the Baltimore & Ohio road out of its award was a 


they might have more, or might have Jess; Mr. Guilford, 
present Vice-Presidentjof the Manhattan Elevated Railroad 
Company, was at that time the General Freight Agent of 
tne Baltimore & Ohio Railroad, and he resisted these con- 
clusions ; but they nevertheless ultimately prevailed; but in 
the assignment of the fractions it was agreed that the New 


per cent,, and when we agreed to that, we did not know 
whether the Baltimore & Ohio road was to have 2 or 10 per 
cent., until after the meeting. Mr. Cassatt stated that an 
arrangement had been arrived at by which they had agreed 
to take one-quarter of the whole, being 25 per cent., and as 
34 per cent. had been the whole amount of the award, the 
Baltimore & Ohio took the remainder, that is, 9 per cent. ; 
that is the manner in which the percentages were agreed to; 
now, commencing in July of that year—I think the 
first of Juiy—Mr. Fink was called to the commissionership 
of the trunk lines. 





o-~ was put in operation, I drafted and printed a plan (and | 


timore & Ohio roads, we would divide it equally ; there | 


of the city of New York ; the Baltimore & Ohio road ended | 
200 miles from here, and it had no more right, in our judg: | 


Shore line, which ended 400 miles from here ; that it was | 
not, in any sense, a New York trunk line, and that it didn’t | 


whatever amount the Pennsylvania Railrvad saw fit to con- | 


matter with which we had nothing to do, and cared nothing; | 


York Central and the Erie railroads were each to take 33 | 


608 


! 
| “At that time, therefore, each railroad began to send in 
copies of its way-bills to Mr, Fink, and we then, for the first 
time. had reason to know the extent to which these percent- 
| ages were actual or approximate; immediately every inflv- 
| ence that had been at work for twenty years to break rates 
| began to vrork to break down this pool—the public press, the 
merchants at both ends of the line, the contracting agents or 
clerks who thought that the successful carrying out of the 
scheme would wipe them out, every man who had enjoyed a 
drawback for twenty years and thought it ought to be con- 
tinued, went at this thing for the purpose of breaking it up; 
it was stated in all our discussions that the probabilities 
were that the mercantile and railroad interests would con- 
| centrate for the purpose of making the Erie Company be- 
lieve that the Central was giving a private rebate, or that 
the Baltimore & Ohio Railroad, having got only 9 per cent, 
| if they would concentrate all their business on it, it woul 
give it 20 ;er cent,, and that would establish a basis for a 
new division, and that we would believe that the Baltimore 
| & Obio had cut these rates; that was distinctly considered 
prior to our going into it, and an arrangement made by the 
railroad companies that they would stand solid against that 
form of concentration to the extent that they possibly 
| could; therefore, at the beginning of this system the West- 
ern railroads did not stop their drawbacks; on my return 
from Europe [I had presented to me _ positive proof 
that a large number of the Toledo firms—seven, I be- 
lieve—had been taken away from us by one of the old-fash- 
ioned cuts and sent over another road; I had proof that a 
number of citizens of St. Louis were being paid the old form 
of drawbacks, but we immediately gave notice that we would 
not participate in those drawbacks; in varying amounts, and 
on varying quantities of business, and at various seasons of 
the year, as the Western railroads were being influenced by 
the lakes or rivers, or by one cause or another—in the spring, 
when business was brisk, in January or February, when the 
the spring trade began, or in August or July, when the fail 
trade began—all these means were used to break up this pool ; 
I believe that during that time, and after a considerable 
amount of discussion, every one of the trunk lines, after this 
pool went into effect—not toa large extent, however—pre- 
rated some of these cuts, on the assurance of the parties that 
it would be the last; in the pool arrangements, however, we 
all discussed the fact that unless we made arrangements by 
which the west-bound business should be divided amon x the 
Western roads, as well asfamong ourselves, it still re 
mained probuble that the merchants of St, Louis might con 
centrate their traffic upon the Wabash, and that would make 
the Indianapolis & St. Louis, the Vandalia, and the Ohio & 
Mississippi roads just as jetlousas ever; that they would 
commence to cut to get their custumers—it might be a man 
who had stock in the road, and the very fact that 
he left them was proof that a different rate was 
being received; all these influences immediately began 
to work; we therefore called upon the Western roads to 
agree among themselves as to the proportions in which the 
business should be sent by us over their lines, and, I think, a 
year anda half ago, probably, the statement was made that 
these lines had at last agreed; we then, as a still further 
| step in these pools, undertook to keep the statistics of the 
business by the different routes; and if we found that one of 
the lines was getting an excess beyond its proportion, we 
| turned it over to some road that was getting less than its pre- 
| portion, and said to the road that kept quiet, and didn’t cut: 
* Now, keep still; you will get your share of the business at 
| full rates, and don't cut the rates, and we want you to keep 
| quiet.’ In some cases we succeeded: in others we did not: 
some Western companies would keepon doing this, and then 
| it became necessary for us to say to AB, of St. Louis, ‘We 
| will not send your goods in the way they are marked;’ and 
| case after case has arisen in which the Commissioner has ab- 
| solutely, and arbitrarily, turned away from every company 
over which the goods were orginally directed the goods so 
directed; for example, 1f goods were sent by the way of New 
York Centrai, Canada Southern, and Wabush Railroad to 
| St. Louis, an order might be issued to St. John’s Park agency 
to send these goods by the Erie and Vandalia; so that if the 
| party paid any drawbacks, he paid it without carrying 
| the goods at all; that was followed by some of the notices. 
In some cases, undoubtedly, the party would pay the 
drawbacks without carrying the goods; because tae mer- 
chant said * Now, I look to you: you must get the business 
over your road; you have agreed to doit, and if you don’t you 
must pay anyhow,’ and they were foolish enough to do it, 
| We knew they were; and that is the reason we .iverted the 
goods; when the goods went that way the railroad agents 
| and consignees said, we must notify the railioad company 
that we will turn over the goods and hold them legally tia- 
| ble; the result was that for a long time they gave us goods 
under those notices; we had taken the precaution, prior to 
the formation of the pool, to submit to counsel the question 
as to whether if we gave a bill of lading, with a route op- 
tional to us, we would not fulfill all the obligations of the 
ugreement by sending them over any route we saw fit. 
Therefore, such a bill of lading was prepared, by which we 
had a right to send the goods by any trunk line, or any one 
of our connecting lines; this is the condition; itis very brief: 
‘It being expressly understood and agreed, that in consider- 
| ation of issuing this through bill of lading, and guarantee- 
ing a through route, the New York, Lake Erie & Western 
Railroad Company reserves the right to forward said goods 
by any railroad line between the point of shipment and des- 
tination.’ That gave us the selection of the line; these legal 
notices came in, and after a conference it was decided to pay 
no attention to them whatever; that we believed we were 
now four railroads united as one, carrying the business of 


| 
| 





the community, rather than each railroad fighting 
each other railroad, for the benefit. of each ship- 
per; that was the principle on which we acted, 


As the result of this trial (and it is the greatest revolution 
that has been accomplished in this country ip the railroad 
business during twenty-five years—accomplished without 
| law, and accomplished as the result of conference between 
the railroads); I do not know to-day of a drawback being 
paid, of any kind, upon any west-bound through freight, in 
which a connecting Une is involved, by any of the trunk lines 
lor its connections; we are now making this distribution 
| among our connections; they see that we are determiued to 
carry it out, and the gradual result will be the withdrawal 
of some of their New York agencies, in the stoppage of those 
| expenses, the permission to carry the goods in any way that 
will get them to their destination soonest and best; but in 
doing this we consulted just as fully as consistent with these 
rules the wishes of the consignee; if at St. Louis, where there 
are five railroads, any party had uny personal preferences— 
stockhclding interests, the location of the warehouse, or 
anything else, and delivered his goods at New York, with 
directions that they go by the Indianapolis line to St. Louis, 
in the course of turning over this freight to the Erie, we 
take pans to send it by Buffalo, and by Indianapolis to St. 
Louis, so that the consignee will not be inconvenienced; but 
believing that our interests are the first that should be looked 
after, if that shipper combines with any other road to defeat 
our plans, and he is cutting rates, contrary to our rights, he 
knows that it is the practice of two years and a half, that the 
bill of lading itself gives us the right to do it, and we do ex 
ercise that right; those are the circumstances under which 
| this New York pool was formed.” 
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This revolution he believed to be as much in the interest 
of the shigget as of the railroad company, and this was fre- 
quently said by shippers. , 

APPORTIONMENTS AT SEABOARD CITIES. 

Various causes influenced the amount of aeons by the 
different routes. The Baltimore & Ohio established express 
freight trains, the Pennsylvania did something to 
shipments; the break of the Erie route ht 
cause shippers of ayo Deag t to prefer the New York 
Central, while low-class freight might not regard the differ- 
ence, and its good connection by a s!eamboat line gave it 
certain advantages. The actual statistics kept in Mr. Fink’s 
office after some months showed that the New York Central 
was getting more than its proportion (83 B a cent. of the 
whole) of certain classes of freight, and that company <9 
manded an increase in its proportion. There was a long dis- 
cussion, and written arguments were submitted by all par- 
ties; but if the companies had not had faith in the pool and 
been determined to submit to the result of an arbitration, 
they would have covered the country ‘with contracts for 
freight at reduced rates in anticipation of a break. By the 
first apportionment the New York Central received 33 per 
cent. of all classes of freight, except that the California 
business was equally div: among the four roads. The re- 
sult of the discussion on arbitration was the following a 


portionment, agreed to March 1, 1879, but covering the 
traffic from Sept. 1, 1878, he thought. ' 
Percentages of New York Trunk Line Shipments. 

rinimnctom came SANG, — 
1 2. 3. 4, 

New York Central & Hudson River.. 36.2 42.5 35.5 31.8 

New York, Lake Erie & Western.... 30.5 24.0 31.0 4.7 

Pennysivania,... ... oe shaad ehestife 25.0 25.9 25.0 26.0 

Beltimore & Ohio,.........-5+.0065 . B85 8.5 8.5 8.5 

Total... .... -secses 100.0 100.0 100,0 100.0 


This poo] has stopped discriminations, whether right or 
wrong, and he believed most of them were wrong. Rates 
were the same to everybody and for all quantities, large or 
small. The merchant can deliver at any station of any of 
the roads that may be most convenient to him. If the freight 
has to be transferred to another line to make good its pro- 
yortion, the line to which it is transferred pays the cost. 
‘here is uniformity in classification, the dishonest shipper 
has noadvaaa over the honest shipper; the Western lines 
are saved their former large losses through rebates; there is 
a diminution of discriminations; and the maintenance of 
rates from New York has added something like $1,300,000 
to the earnings of the railroads of the country, and if the 
business of the other sea-board cities altogether is equal to 
New York’s, the railroads’ n has been something like 
$2,500,000, This came out of the shippers, but the shippers 
liked it, and congratulated the railroad managers on the 
~olicy—everybody whose opinion was worth anything. 
he complainers were those whose success in business de; 
pended on getting better rates than their competitors; bu 
the number of complaints was trifling: the great majority of 
interests concurred, 

When the Erie entered into the New York pool Mr. Jewett 
stated that he did it on the understanding that Philadelphia, 
Baltimore and Boston must be also. But the evils 
were worst at New York, and this was a reascn for trying 
there first, The New York pool had been working for a 
year and a half before an ng could be done elsewhere. 
At Boston the Grand Trunk insisted upon conditions that the 
other roads would not admit until Mr. Vanderbilt secured con- 
trol of the Michigan Central. It was complained that lower 
rates from Boston were diverting business from New York, 
and last February the trunk lines determined not to permit 
it any longer. A meeting was held April 16, at which it was 
proposed ina report that the traffic from the three cities 
(Boston including a number or small towns in New England) 
bedivided as follows, in percentages of the total: 


Philade! Balti- 

phia. more, Boston. 

New York Comtral......ccccseccsccses 7 er 62.0 
ER wpe i ce tee 12 cahe 8.0 
a I ar ty: 7 30 7.0 
SY Lt! Ree rere 10 70 5.3 
Central Vermont and Grand Trunk.. .... To 17.7 
TOO. ncistaivestae ottawrass 100 ‘100 100.0 


The Pennsylvania’s percentage from Baltimore includes the 
New York Central’s Baltimore business, which leaves Balti- 
more by that road. The poe etree reaches Boston by 
steamers to Philadelphia, and latterly by ferrying cars be- 
tween Jersey City and Morrisania, and thence b 
New York & New England road. The Erie reaches Phila- 
delphia by the Lehigh Valley and North Pennsyl- 
vania roads, New York Central by the Reading, 
the Northern Central, ete. At that time the 
Trunk Line Executive Committee agreed to adopt 
this apportionment temporarily solely for the purpose of 
maintaining through rates, but the final apportionment 
was left to the of Arbitration, to date ck 
to March 1, 1879. The Trunk Line Commissioner was 
charged with keeping the statistics and carrying out the ar- 
rangement. At the same meeting the Commissioner having 
reported the dangers in the way of maintaining rates due to 
the disruption of the Southwestern Railroad Association, he 
was authorized ** to defeat any attempt by any road to involve 
the roads easttof St. Louis and Chicago in the war of rates, 
by all necessary and proper action,” 

Mr. Blanchard said that the award of the Board of Arbi- 
tration with ene to the apportionment at Philadelphia, 
Baltimore and ton had not been rendered yet, for several 
reasons, one being the lease of the North Pennsylvania to 
the a and the latter’s request for a representation on 
the Executive Committee, another the question whether the 
Baltimore & Ohio or the Philadelphia, Wilmington & Baiti- 
more should represent the former road’s share of Philadel- 
»hia business, ete., but the business is conducted and reported 
just as if the final apportionment had been made. Mr. 
Blanchard exhibited here the forms on which reports of 
on are made to the Commissioner’s office. 

The Chairman asked whether the pooling did not lessen the 
effort of the New York roads to get business for New York. 
Mr. Blanchard explained that the percenta were of the 
business of each city, and not of the sea- cities. The 
Erie gets 84.7 per cent. of the New York business, and only 
12 per cent. of the Philadelphia business. Moreover, it has 
122 miles of haul on the New York shipments, and only 166 
on the Philadelphia shipments. 

If one road could do all the business that is pooled, there 
would be some economy in the expense, but the other roads 
would compel such a reduction in rates that there would be 
less profit on 100 per cent. of the traffic than any road now 
makes on its proportion. 


DIFFERENCES BETWEEN NEW YORK RATES AND PHILADEL- 
PHIA AND BALTIMORE RATES. 

Mr. Blanchard said that it was a most extraordinary fal- 
lacy that a railroad, because it was bankrupt, could carry 
cheaper than a solvent |. 

e... peeved She pooling yor would become general. 
The community is protected ust high through rates b 
the competition of the lakes and the bea bis ‘ 

Mr. Blanchard then testified at length as to the differences 


the 


vor | 





THE RAILROAD GAZETTE. 


between the rates from New York and those from other sea 


board cities. 


Before 1875 the rates from Philadelphia nnd Baltimore to | 


Chicago and the Northwest were lower than the rates from 
New York by the following amounts (cents per 100 Ibs.) on 
the different classes: 


— Class,-—_—- 
aS er eB 
From Philadelphia less than New York.....10 10 10 8 5 
* Baltimore Ks - = “4 . 2 20 15 10 10 
While witness was on the Baltimore & Ohio he pa‘d no at- 


tention to these differences, but on many classesof dry goods 
made the rate 50 cents lower than the New York rate, or 
took what he could get. There was no agreement to the 
contrary. He demanded then of the New York roads that 
the rates be made in proportion to the distance, and was re- 
fused by them all. In the spring of 1875 it was agreed that 
to points on and north of the Pittsburgh, Fort Wayne & 
Chicago Railway the rate from Philadelphia should be 9 per 
cent, and the rate from Baltimore 13 per cent. less than the 
New York rate. South of Fort Wayne road (the advantage 
in distance being greater), the Philadelphia rate was to be 
10 per cent. and the Baltimore rate 14 per cent. lower than 
the New York rate. This was succeeded April 5, 1877, by 
the present agreement, according to which on freights east- 
bound the rutes to Baltimore are 3 cents, and to 
Philadelphia 2 cents lower than the New York rates, 


on all classes, and whether shipped locally or for 
export direct, it being agreed that no export or | 
other drawback should be paid, and that the cost to| 


the shipper of delivering grain from the road to the vessel, 
and the number of days of free storage allowed, should be 
the same at all the cities. In Boston the rates are to be not 
less than the New York rates. On through bills of lading 
by rail and ocean steamer, the roads are to accept not less 
Ae full regular rates, and no bills of lading by rail and 
ocean sail vessel are to be given. 

On west-bound shipments the differences in favor of Balti- 
more and Philadelphia are to be 8 and 2 cents per 100 lbs. 
respectively, the same as on east-bound, for all except first 
and second class freight, on which the Baltimore rates are 8 
cents and the Philadelphia rates 6 cents lower than the New 
York rates; and it was agreed that when existing contracts 
could be terminated the railroads would exact their full rates 
on foreign business received by steamer. 

The differences were made not so much because of differ- 
ences in distance, as with regard to the competition of the 
several cities. The line from Liverpool to Chicago was con- 
sidered, and the endeavor was to make the rates the same 
between these places, by whatever route the eet might 
take, as with rates by different routes between New York 
and Chicago. In 1857 or 1859 west-bound rates were made 
the same from Boston as from New York. In the latter city 
there were terminal services performed by the railroad not 


given elsewhere, For instance, the Erie, instead of receiving | 


treight at Jersey City only, where its terminus is, receives 
freight at a great many points around the harbor of New 
York—Brooklyn, Williamsburgh, Hunter’s Point and Staten 
Island, from 73 distinct points last year—and pays for light- 
ering it to Jersey City, which costs more or as much as the 
difference between the New York and Philadelphia rate. 

The Baitimore & Ohio demanded a rthuch larger difference 
in favor of Baltimore because of the low rates on the canal 
from New York. 
point. The railroads did not take into account the greater 
cost of doing business in New York, owing to higher rents 
and other prices. The questionis not even yet closed. He 
understood that among the reasons given for making the 
Boston west-bound rate as low as the New York rate were 
tie lower rates from New York by canal and lake, and the 
Grand Trunk, be understood, had committed itself to that 
policy in order to secure aid for a Boston connection. Wit- 
ness had always o »posed this. but itis true that, taking into 
consideration the Now York terminal expense, the New York 
Central often receives more per ton per mile from Boston 
than from New York shipments. The Erie on its business 
from Boston does not have to pay the 3 cents per 100 Ibs. 
lighterage ; the freight is delivered at its Jersey City 
depot by its Boston connections, The Erie must accept this 
rate on Boston business or give it up altogether. Last year 
its Boston business was 5.17 per cent. of its total west-bound 
business, and 4 per cent. was at through Boston rates. Was 
it better to give up this 4 per cent. or reduce on the other 96 
er cent. / A great many customers ship from both New 
york and Boston, and prefer to deal with one company. Be- 
sides if a shipper was dissatisfied with the Northern line and 
could not ship by the Erie, he would probably ship by way 
of Philadelphia and Baltimore. He dia not think the Bos- 
ton business paid the Erie, except in the indirect benefits re- 
ceived at New York. 

FOREIGN BUSINESS. 

During the demoralization of west-bound rates the foreign 
west-bound business by steamship lines was eagerly com- 
eted for, that of one line being greater than that of any 
nalf-dozen New York firms. In June, 1876, contracts were 


made for one year ahead at 25 cents per 100 Ibs. | 
for the first, second and third classes and 16 for} 
the fourth and fifth on freights from New York 


tu Chicago, and in that proportion to other Western points, 
and the steamship companies took advantage of them to 
make contracts for the freight they might bring to New 
York. On the 28th of December, 1876, the Erie madea 


contract with the Cunard Line, the gist of which was in the | 


clause: ‘‘The Cunard Company may meet any bona fide 
rates made by rival steam and rail lines during the continu- 
ance of this agreement, and allow divisions as below, 
whether such divisions may pay the rail or steamship com- 
yany less than their respective rates to or from New York.” 

hen followed the percentages. To Canada more was paid 
than the current cut rates to New York; to St. Louis, less. 
The pooling contract went into effect July 1, 1877, and seve- | 
ral of these steamer contracts had then six months to run, 





Similar contracts had been made with nearly aill| 
the prominent Atlantic steamship lines by the Erie, 
but he believed not by the other railroads. No- | 


tice was then given that bona fide rates meant rates | 
by New York or United States ports and not by Mon- | 
treal and the St. Lawrence River. Witness was in England | 
at the time and notified the lines. Under this contract the 
steamers could make a rate through to St. Louis on heavy 
freights which they had previously carried as ballast which 
gave the steamer more than it has ever got before and the 
railroads so much less. The steamship lines insisted on 
holding the railroad company tothe contracts. But the rail- 
road company put up the rates and charged the steamship 
lines its full proportion according to the New York pool | 
agreement. Then the consignees of such freight insisted on | 
the rates named in the steamer’s bills of lading, from Liver- | 
pool to St. Louis or the other Western destination, which | 
during that time were less than the rates from New York to | 
those places. At the close of 1877 different steamship lines | 
withheld from the Erie amounts varying from $7,000 to 
$30,000 on account of these contracts. After long negotia- | 
tion the matter was left to the arbitration of Mr. Franklin 
Edson, President, and Mr. Wm, A. Cole, former President, 
of the New York Produce Exchange, and these arbitrators, | 
after hearing testimony as to the rates by way of the Grand 
Trunk, etc., decided against the Erie on all material points. 





It cost millions of dollars to settle this | 
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Since that time the Erie has charged the same on foreign 
freights as on other freights from New York. 

The Grand Trunk began the practice of issuing through bills 
of lading from England to t) e West in order to get the Allan 
Line to run steamers to Portland and Montreal. It allowed 
the Allan Line to make any rates it pleased on west-bound 
shipments, while the Grand Trunk made the rates on ship- 
ments from the West to England. When witness was in 
England he interviewed the President of the Grand Trunk 
and the agent of the Allan Line, and the latter declared that 
they would not allow any one to interfere with their rates to 
jinterior American cities, the right to make which was 

secured to them by a contract with the Grand Trunk having 
yet considerable time torun. The only way to exercise any 
influence would be through the steamship lines between 
Liverpool and New York. Witness produced a long corre- 
spondence with the Tratlic Manager of the Grand Trunk, 
| showing his efforts to restore import rates and the long con- 
tinuance of rates by the Allan Line and Grand Trunk 
to Western cities which were sometimes not one-half of the 
rates from New York to those cities. ‘The efforts to stop this 
were not successful at the time, but the New York roads pre- 
ferred to maintain rates and risk the decrease of the import 
| business, which was but 5 per cent. of the whole, rather than 
| reduce rates about one-half on all their business. The result 
| wasthat the Grand Trunk received a tolerable import business, 
‘and some New York merchants made contracts for imports 
| to Western cities by way of Montreal. 

At last the efforts have had good results, and the Grand 
Trunk in connection with the North Atlantic Steamer Con- 
ference has made new contracts and put up its rates, though 
it has made no formal agreement with the other roads. 

Mr. Blanchard then quoted the percentage of the valuesof 
the aggregate imports as Boston, New York, Philadelphia 
and Baltimore received at each place, in 1574 and 1877, as 
follows : 


1874. 1877. 

Boston 10.4 10.2 
Philadelphia 5.3 4.7 
Baltimore 5.8 5.4 
New York. 78.5 79.7 
PUR. save snesnd 100.0 100.0 


He thought if the opening of the Welland Canal should 
permit large vessels to sail through from New York to 
Liverpool, it would force the Grand Trunk to reduce its 
rates materially and make it a more formidable competitor. 

In answer to questions by Mr. Sterne, Mr. Blanchard said 
that the North Atlantic Steamer Conference had agreed that 
rates from Liverpool should be the same to all American 
ports. Witness desired that the steamer rates plus the rail 
rates to interior points should be the same. East-bound rates 
| were not regulated by the conference. They varied 
from time to time; were sometimes less from New 
York than from Baltimore, Philadelphia and _ Bos- 
ton. When the agreement as to differences between 
New York and Baltimore were made, the Erie sent 
its foreign freight agent to Baltimore to procure the 
charters for vessels thence, and from examination at that 
| time witness judged that there was a difference in ocean 
rates of 3 cents per 100 lbs. in favor of New York. 

Mr. Blanchard said that in the efforts to make arrange- 
| ments with the Grand Trunk propositions were always re- 
ferred to England and from England to Canada in such a 
way as to lead him to think that the purpose of the company 
| was to cause delay and lead the other roads to grant the 
| Grand Trunk a larger percentage of the traffic in a pool be- 
cause of the continued demoralization of rates. To-day 
it takes freight from New York by steamer to Portland and 
to New London and thence to the West at rates lower than 
the regular rates from New York, and on the New London 
business it pays an arbitrary rate over the railroad to the 
north, The trunk lines had been advised that if they would 
give the Grank Trunk a fixed percentage of the business out of 
New York, that company would maintain the rates, but 
they had steadily declined to do it. Mr. Joseph Hickson 
controlled the traffic management of the Grand Trunk. 
When Mr. Seargeant was sent out from England to manage 
the trattic. Mr. Hickson gave notice that if Mr. Seargeaut 
was to act contrary to his (Mr. Hickson’s) judgment, he 
would resign, and Mr. Hickson’s familiarity with the busi- 
ness was such that Mr. Seargeant was made subordinate to 
Mr. Hickson. 

The operation of the pool did nothing toward making 
rates equal to any point by all lines that was not done be- 
fore. Hie did not believe that New York had such natural 
advantages that it could overcome every other sea-board city 
in any event. It has a great advantage for parts of the 
traffic and great disadvantages for other parts. For in- 
stance, Martinsburg is 100 miles from Baltimore, but 800 
from New York; Cincinnati is 585 miles from Baltimore and 
| '785 from New York. Baltimore is at a disadvantage for 
| Buffalo and Canada business. 

New York has the advantage of more steamer lines than 
any other city, of the canal and iake route, of railroad lines 
| connected with New York by steamer, like the Chesapeake 
& Ohio and the Grand Trunk. 

The completion of the Welland Canal, the improvement 





| of the mouth of the Mississippi, and improvements in com- 
| munications to Norfolk will produce results difficult to fore- 
| see, but which the railroads will have to deal with. 
| The Chamber of Commerce and the Board of Trade and 
| Transportation of New York have never sought interviews, 
presented complaints, or offered statistics to the railroads to 
influence their course, except in the single instance when the 
| Chamber of Commerce brought up the reduced rates to 
| Boston in 1877. When the Cheap Transportation Association 

was formed, witness suggested that it invite the railroad com- 
| panies to conferences to consider whatever facts the Asso- 
| ciation might obtain relating to New York interests. The 
| New York produce Exchange, on the contrary, has had 
numerous conferences with representatives of the railroads, 
and with it was established the system of grading grain, etc 
The railroads have asked from the Exchange statistics of the 
prices of grain in the several sea-board cities,to learn whether 
they indicated similar rates for ocean freights. 

(TO BE CONTINUED.) 





A Troublesome Passenger. 

Conductor Davis and crew were somewhat worried at 
Lavergne, Monday. When the train stopped at that point 
acrazy negress got on board and refused to get off. A 
brakeman took her through the rear car and was about to 
cross over to the next, when, placing a foot on each plat- 
form, she braced herself and stood there immovable. She 
had a large bundle of loose cotton under her arm, and re- 
fused to throw it overboard. Until this was done it was 
found somewhat difficult to get at her, for, when seized, she - 
invariably managed to get it infront of her, and the cloth- 
ing of the crew soon looked as if they had been througha 
cotton gin. It required the combined strength of four men 
to move her from her position. When placed upon the 
ground she seized hold of Conductor Davis and held him 
with a death-like grip. Another difficulty here arose. 
When Davis was released she would clap her hands on some 


| one of the other train-men, and this she continued to do 


until, pretty well worn down by the extra exertions she was 
necessarily compelled to undergo, she finally gave up the 
contest.— Nashville (Tenn.) American, Nov, 5 














NOVEMBER 14, 1879] 


Steel-Cased Car Stove. 


The engravings represent a stove which Mr. Gary, Super- 
intendent of the Car Department of the New York Central & 
Hudson River Railroad, is makiny and using in the baggage 
cars of that road. The internal part is made of cast iron, 
excepting the cylindrical part above the fire-pot. ‘This and 
the external casing are made of galvanized steel plates. The 
construction of the other parts of the stove is made clear by 
the engravings. It isa very neat and compact design for a 
stove, which is the reason for giving the engravings here. It 
is thought that in case of collision or other accident the 
steel casing would simply be crushed without fracture, and 
thus prevent the scattering of the fire. 
doubtless add very materially to the security of the stove, 
but what is needed is one made entirely of steel. ‘The manu- 
facturer who will do this first, and who will be able to sup- 
ply the steel stoves nt a reasonable price will doubtless meet 
with great success. 





THE SCRAP HEAP. 


Railroad Equipment Notes. 


The Wason Manufacturing Co., at Brightwood (Spring- 
field), Mass., now employs about 1,000 men, and has orders 
enough ahead to keep the shops busy all winter. 

The Cambridge City (Ind.) Car Works have an order for 
100 box cars for the Indianapolis, Peru & Chicago road. 

N. Talcott, manufacturer of car axles and heavy shafting, 
at Springfield, Mass., has his shops fully at work, with orders 
ahead for more than 1,000 axles. 

The New York, Lake Erie & Western shops, at Susque- 
a Pa., have orders to build eight new engines for the 
road, 

The Laconia (N. H.) Car Co. is building 100 box cars for 
the Fitchburg Railroad. 

McKee & Fuller, at Catasauqua, Pa., have an order for 
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| 80, the — turn produced 191 tons rails (766 bars), and 
| Oct. 81,198 tons rails (774 bars) insame time.—Harrisburg 
(Pa.) Patriot, 

The property of the Rising Fawn Iron Co. in Dade County, 
Ga., is to be sold at publicsale in Atlanta, Ga., Dec. 2, under 
a decree of foreclosure made by the United States Circuit 
Court. The property includes the Rising Fawn Furnace, 
several y tracts of coal and iron land and the mining 
right on other tracts. 

he Edge Hill Iron Co. will put its furnace at Edge Hill, 
Pa., ou the North Pennsylvania road, into blast shortly. 

The old iron mine at Charlotteburg, Passaic County, N. 
J., on the New Jersey Midland road, has recently been’ seld 
to parties who intend to reopen it at once and work it ex- 
tensively. 

Buffalo Gap Furnace, near Staunton, Va., has been leased 
| by the Ferrol Tron Co., and will soon be put in blast. 

Prices of Rails. 

For steel rails the market is reported irregular, with a 
sharp advance, and quotations are as high as #60 to 865 per 
ton at mill. One sale of 10,000 tons is reported at $65, for 
delivery next spring. It is said that several parties are hold- 
ing lots bought at lower prices, and can afford to sell below 
current quotations, but this supply must be limited. 

Iron rails are also higher and firm at $50 to $52 per ton at 
mill for heavy sections, and $53 to $55 for light rails. Or- 
ders are numerous and urgent and the mills are loaded up 
with business. 

Old iron rails ave dull, with hardly sales enough to base 
| quotations on in Philadelphia; a few small sales are reported 
at Pittsburgh at $36 to $38 per ton. 





Bridge Notes 


| The Penn Bridge Works, at Beaver Falls, Pa., have lately 
| taken orders for tive highway bridges in Massachusetts and 
New York. 

‘The firm of Morison, Field & Co. has been dissolved, Mr. 
Morison peeing, and in its place the Central Bridge Co. has 
been formed. he new concern has its office at No. 52 Wall 
street, New York. The company is now at work on a num- 
ber of contracts for bridges. 
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STEEL-CASED CAR STOVE. 


8,800 car-wheels for cars to be built by the Lehigh Car 
Manufacturing Co. 


The car works at Middletown, Pa., have been sold to Mr. | 


Michael Schall, who will start them up at once, and run 
them in addition to his present works at York. 

The Boston & Albany shops, at Springfield, Mass., are to 
build five new locomotives and a number of freight cars for 
the road. The shops at Allston, Mass., are also building a 
number of new cars. 

The Terre Haute (Ind.) Car Co. has an order for 200 coal 
cars for the Terre Haute & Indianapolis Road. 

St. Louis papers report that the Pullman Palace Car Co. 
is about to build extensive shops in that city. 

The Pennsylvania Railroad shops, at Altoona, are build- 
ing some new gondola coal cars, the sides of which are made 
higher than usual, and they are expected to carry twenty 
tons of coal. Severalof them were sent out on trial trips 
last week. 

The New York, New Haven & Hartford shops in Hart- 
ford and New Haven, Conn., are to build 200 freight cars 
for the road. One hundred of them are to be short box 
cars on four wheels. 

The Rogers Locomotive Works at Paterson, N. J., have 
an order for five ten-wheel freight engines, with 19 by 24 in. 
cylinders, for the St. Louis, lron Mountain & Southern road. 


Iron and Manufacturing Notes. 


The Eureka Iron Co. has put its second furnace at Ox- 
moor, Ala., in blast, and is now making 80 tons of pig-iron a 
day in its two furnaces. 

The Central [ron Works, at Harrisburg, Pa., are running 
full double turn on plate iron. 

_ The Union Iron Co. is preparing to start up its rolling mill 
in Buffalo, N. Y., which has been closed for several years. 

The Cleveland City Forge Co. has nine steam hammers at 
work and employs about 500 men. The company makes all 
kinds of forgings and has many orders for ones, draw-heads 
and similar work. 

_ Port Oram Furnace, in Morris County, N. J., will soon go 
into blast. ; 

The Glendower Lron Works, at Danville, Pa., ave running 
on a large order for 50-Ib. iron rails for a Western road. 

The product of the Bessemer steel department of the Penn- 
sylvania Steel Works for the month of October was 9,009 
tons ingots: product of the blooming mill 9,249 tons blooms. 
During the month the rail mill made nine changes of rolls in 
working hours; nevertheless the product was 7,685 tons of 
finished rails. aggregating 166 miles. The week endiug Noy 
| was remarkable for heavy work, the product of the Besse- 
‘oer department being 2,289 tons ingots, and the product of 
the rail mill being 2,102 tons rails. In twelve hours, Oct. 27, 
(lay turn, 212 tons rails (756 bara) were produced, and Oct 


l , journey at 5,80 in the afternoon, they will be able to dine at | going out here a little ways 


| Railroad “ Booms.” 


Little roads heve their ** booms” as well as big ones. An 
exchange informs us that the —— & —— road has ordered 
two new box-cars, and the passenger-car is to be newly 
painted and richly decorated, 

Indiana breathed freely for a time when a circuit court 
decided the ‘‘ whistling law ” unconstitutional. But now the 
Supreme Court reverses that decision, and holds the law 
valid; the railroad companies have renewed their orders re- 
quiring due observance and plenty of whistle at every 
crossing, and the whole state has its fingers in its ears. 
| A-correspondent wants to know if it can be called a 

“threw ” train when it is thrown from the track. 

A lady living in a distant state, who lost her wraps at the 
Michigan Central depot and had them restored by Mr. 
Underwood, ticket agent of the Wabash, sends that young 

| gentleman a closely written letter of five pages, with innu- 
| merable postscripts, setting forth all the details of her home- 
' ward trip and reiterating er gratitude in feeling and senti- 
mental terms. 1 conclusion she artlessly and incidentall 

alludes to the fact that her husband was called from earth 
| about three years ago. As Mr. Underwood is young and 
| tascinating, but somewhat inexperienced, we may perhaps 
| be pardoned for inviting his attention to the very sage ad- 
| vice which the elder Weller gave to his erratic son Samuel. 

—Detroit Post and Tribune. 

Some of the boys who have been ringing the signal bell 

near the Whiting railroad crossing (in Holyoke, Mass.) were 
| caught the other day and pretty thoroughly frightened, and 

since then there has been no trouble. The boys would drop 
| a heavy stone on the fixture designated for the locomotive 
| wheel to strike. This would set the bell ringing, and the 
| noise would keep up till a train came along or till some one 
| stopped it, while the teams, fearing tocross, would stand and 
| wait a long time for the expected train, the boys meantime 
|enjoying the fun all by themselves.—Springfield Republi- 
| can, 
| Boys will be boys, but automatic signals don’t allow for 
| them, 











American Dining Cars in Kngland, 

| ‘The London Times of Oct. 20 says: “ The Pullman Palace 
| Car Co., under arrangements with the Great Northern Rail- 
| way Company, will on Nov. 1 begin to run one of their din- 
| ing-room carriages between Leeds and King's Cross Station, 
| London. As this will be attached to a fast train, leaving 
Leeds at 10 in the morning, the manufacturers and mer- 


chants of that towu having business in London will be able | 


to get a substantial luncheon in comfort on the way up. 
Arriving at 2 o’clock, they will have three hours clear for 
business in the city, aud leaving King’s Cross on the return 
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cluding soups, fish, entrées, rots; joints, puddings, and frui‘s 
for dessert. After dinner the  patinn r may walk into the 
smoking-room to take his coffee po r. Leeds will be 
reached at 10 o'clock. The Pullman P Car Company 
invited a party of gentlemen to nake a trial trip with the 
new dining car on Saturday, and among those present were 
Mr. Tennant, M. P.; Mr. Price Williams, C. E.; Mr. D. M. 
Yeomans, Manager of the Vacuum Brake Company, whose 
vatent brakes are used on this line; Mr. H. Oakley, the 
yeneral Manager; Mr. A, Forbes, the Secretary, and Mr, 
Robinson, Superintendent of the Great Northern Railway. 
Sir Andrew Fairbairn, one of the Yorkshire directors, re- 
turned wih the party from Peterborough, where Mr. 
Tennant left them in order to proceed to Doncaster 
to represent the company on the recaption of Prince Lec- 
pold, and to conduct his royal highness to Sheffield. The Pull- 
man Palace Car Company was represented by Mr. A. Rapp, 
the Mechanical Superintendent; Mr. J. Miller, the Secretary, 
and Mr. H. 8. Roberts, the Manager for the company in 
England. The work of the company’s staff in this country 
has rapidly increased. There are now three English and 
three Scotch lines on which its sleeping and drawing-room 
cars are running, and the company appoints and pays the 
attendants in all these cars under arrangements similar to 
those made with the railway companies in the United States. 
A drawing-room car and the new dining-car were, with two 
or three ordinary carriages, run as a special train to Peter- 
borough and back on Saturday. Leaving King’s Cross at 
12:20 p. m.; the run, 76 miles, was made in 1 hour and 80 
minutes, and, after a stay of half-an-hour at Peterborough, 
the return trip was made in ahovt the same time as the 
down trip. A light effect has been produced in the decora- 
tion of the interior of the car, by filling the panels of the 
ceiling with a veneer of white oak, on which a few simple 
flower subjects have been painted. The sides of the car are 
of American black walnut, ornamented with veneers of 
French walnut. The length of the car inside is about 52 
feet, and the width about 8 feet. It was built by the Puill- 
man Company at the works in Detroit, and cost about 
£3,000,” 


The Auto-Lith, Printer, 

This is the name given to an exceedingly cheap 
ple apparatus for producing fac-simile copies of any work 
done with a pen, letters, circulars, tables, drawings, ete. A 
shallow tin pan, about one-half inch deep and of sizes a trifle 
larger than note, letter or foolscap sheets, filled with a 
cream-colored paste or jelly, is the entire apparatus. The 
manuscript to be duplicated is written with a thick copying 
ink, and is laid smoothly on the paste. When it is removeu 
an indefinite number of copies can he made as rapidly as 
fresh sheets can be laid and pressed with the, band on the 
jelly. The duplicates are exact and clear, and with a little 
sense and judgment in the use of the process, it is a most 
valuable auxiliary. It is made by Charles F. Ketcham, 
maker of railroad and engineering stationery, No, 27 Nassau 
street, New York. 


Chasing Deer by Rail. 

A correspondent of the New York Sun of recent date 
says: ‘* Yesterday morning. as the passenger train on the 
Honesdale Branch of the Erie Railway was approaching the 
Millville station, 10 miles from Honesdale, a my! doe and a 
buck were seen by the passengers dashing down the mountain 
side toward the railroad. The road runs between the moun- 
tain and the Lackawaxen River, the latter being 25 feet be- 
low the road at that point. The doe jumped on the track 
ahead of the locomotive, and ran for several rods in front of 
it. Engineer Gardiner put on steam, and gained on the deer. 
The latter, to escape, leaped from the high bank into the 
river. She crossed the river, where some boatmen on the 
Delaware & Hudson Canal frightened her, and she recrossed 
the stream, and climbed again the railroad track in the rear 
of the train. The buck had stopped when the doe jumped on 
the track, but came out of the woods and joined her when 
she returned, The two then ran some distance along the 
track, and then disappeared in the woods,” 


and sim- 


Late Passengers. 

A careful German, who believes in the value of statistics, 
and has plenty of spare time, has, by long and patient ob- 
servation, ascertained the exact percentage of railway pas- 
sengers that miss their train at the Vienna stations. Begin- 
ning his observations at a single station, he found that out of 
from 5,400 to 5,800 passengers leaving every day, one man, 
and from two to three women were the average number of 
late comers. Then he took in all the stations, and placed 
the number of tardy passengers at ten per day. Of every 
one hundred there were twenty-nine men and seventy-one 
women. The statistician was not surprised that the male 
sex should show to advantage, but the disproportion aston- 
ished him, when he reflected that many men are delayed by 
the fault of their wives, while the contrary seldom occurs. 
More people miss local trains than express trains, the ond 
portion being as three to one. In winter the number of these 
unfortunates is least, and in the warm months of July and 
August it is greatest. 

A Strange Accident. 

An accident occurred on a local railroad on the 10th inst, 
that is probably without a parallel in the history of railroad 
ing—in Illinois, at least. As a train on the evening of that 
day was near Glassford, going at a speed of nearly 40 milcs 
an hour, a cow suddenly bounded im front of the engine. 
There was no warning whatever, The front of the engine 
passed over the animal, and in doing so was lifted clear of 
the rails and uncoupled from the tender, Going at such a 
high rate of speed, it continued some twenty yards on the 
ground, tearing it up and even uprooting a stump in its mad 
career, and, what is very strange, kept on its wheels until it 
came to a stand-still, where it stood clear of the main track. 
The remainder of the engine and train kept the track and ran 
past the engine about a quarter of a mile,when it wis brought 
to a stop with brakes. The jar of the escaped engine was so 
shght that but few passengers were made aware of the acci 
dent until told. The engineer sat on his seat throughout the 
affair, a mere spectator of the queer freak of his engine. No 
one was hurt nor even scared,—Keokuk (Ja.) Gate City, 
Oct, 26. 

A Squelched Traveler. 

Occasionally you will meet a young man who gets on the 
| train somewhere in Ohio, and when some fellow passengers 
| ask him how far he is going, he will say, “Omaha !” in the 

tone of a brakeman calling a station, and then look up and 
down the car to observe the amazement and awe of the other 
passengers, and you will notice that he looks a little bit dis 
| appointed because they do not take off their hats and ask 
to shake hands with him, and want to know where he 
comes from and all about him. But by-and-by when he 
\Jearns from casual remarks dropped carelessly now and then, 
that the man behind him is going to San Francisco, and the 
one in front of him is going to Japan, and the old fellow on 
the other side of the aisle is just returning from St. Pevers 
| burg, the young man drops his voice to a husky whisper 
shrinks down into his duster so thet no one can see him, and 
tells the next man who asks him about it, that he on 
Ruri ngton Ha u kevye. 
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EDITORIAL ANNOUNCEMENTS, 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





A 1dvresses.— Business letters should be addressed and drafts 
made payable to Toe RarLroap Gazetre. Communica- 
tions for the attention of the Editors should be addressed 
Eprror RAILROAD GAZETTE. 


A lvertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those whe wish to recommend their inven- 
tions, machinery, suppies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage 


Oontributions,—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in ralivead offi- 
vers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sived, Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
yoolay annual reports, some notice of all of which will 
ve published, : 


RISK OF HAND-BAGCACE. 


There is notable variety, even conflict. in the views 
entertained by courts of justice of the risk as to hand- 
baggage carried by travelers. The valises, hand-bags, 
watches, pocket-books, over-coats and the like, which 
the passenger does not surrender to be checked, but 
carries with him, are these to be deemed in his own 
charge so that the carrier has no concern about them, 
or is the carrier liable for a theft or loss on the ground 
of a duty to exercise oversight of the whole vehicle 
and protect all things on board, however carried? Or 
is there some half-way rule? The question is une on 
which the rule ought to be uniform throughout the 
country. And the conditions are not so different as 
to railroad and steamboat travel as to warrant a dif- 
ferent rule for the two modes. Yet there is a very 
inconvenient uncertainty overhanging the subject. 
As respects railroads, viewed alone, the few decisions 
are not grossly inconsistent; but if steamboat cases are 
also taken into view, the law needs improvement. 

A recent and important railroad case was decided 
last year in the New York Court of Appeals, and is 
very recently reported. It turned upon the value of 
the property lost, which the court held was excessive. 
The circumstances were: That Mr. Weeks arrived in 
New York, by New York & New Haven train, early 
one morning in 1871. At that day, the locomotive 
left the cars at Forty-second street, and they were 
drawn by horses down to the Twenty-seventh street 
depot. Vhe car in which Weeks was brought 
left for a short time standing in Fourth 
avenue, awaiting the bringing up of the horses, 
and without any guard of brakemen or other 
employés. Weeks was carrying upon his _per- 
son a package of United States bonds to the value 
of $16,000. Three men entered the car as Weeks was 
coming toward the door to leave it, assuulted him 
with violence, robbed him ofthe bonds and ran away 
unhindered by the company’s agents. His action 
against the company for the loss has been decided 
against him in both courts, on the ground that $16,000 
is too much for a passenger to carry and expect the 
company to care for, The jury found that Weeks was 


was 
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and that the company was negligent in allowing row- 
dies access to the car; yet the Court of Appeals says 
that any liability of the company arising on these facts 
must be limited to such reasonable and moderate sums 
as a railroad company naturally expect passengers to 
carry for expenses of their journeys, The companies 
are not required to take precautions as if passengers 
generally had fifteen or twenty thousand dollars in 
their pockets. 


An opposite aspect of the hand-baggage question was | 


presented in a Georgia case where the passenger's valise 


contained gold coin and securities to the value of | 


$87,000. He carried it by hand, instead of having it 
checked; but on arriving at his destination the con- 
ductor demanded $40 as freight upon the money. Pas- 
senger refused to pay; and conductor took the bag 
away from him, claiming that the company had a lien 
on the baggage for the charges. And the court so de- 
cided; and said that although the passenger carried the 


bag himself yet it might be retained for freight; that | 
whatever is carried into the passenger cars as baggage | 


is deemed to be in possession of the conductor so far as 


to authorize him toassert alien upon it. It is not easy to | 


see why possession of a bag of gold which is sufficient 
to sustain a claim for freight and a lien for payment 
is not sufficient to create a carrier's liability. 
railroad 
took into the passenger car with him a case of gold and 
silver 
guard came and told him it was contrary to the rules 


was, however, in Lreland, a passenger 


watches. In the course of the journey 
of the company for him to be carrying the case in the 
coach, it must go into the luggage van. The passen- 
ger submitted, andthe box was put in the van. It 
was a case which showed by its appearance that it 
probably contained valuable merchandise, and the 
owner made no concealment as to its contents. It 
was stolen before the time came to deliver it 


And the 
Lords held it was his loss, because it was not baggage, 


the owner at the end of the trip. House of 
but merchandise. 

Some of the cases have turned upon the passenger's 
failure to take good care of his valise, and no doubt if 
he assumes to carry his things in his own care and is 
negligent, that is a complete defense to any claim 
against the Company. 
left the 
station to get lunch, leaving his portmanteau behind 
tind the 
car he was previously in, and concluded it must 


wus that the traveler car at a refreshinent 


him, On returning tothe train te could not 


have 


been taken off. This was a mistake; the car went 
through, but the passenger rode the residue of the trip 
in another one. He did not, however, obtain his | 


portmanteau for a good while, and, when he recovered 
it, a part of the contents had been stolen. In a New 
York case a passenger laid his overcoat upon the seat 
by his side, and when he reached his destination he 


forgot to take it with him, on leaving the cars. The 
train went onward, bearing the neglected coat. A 


friendly fellow passenger pointed it out to the conduct- | 


or, but that official took no care of it till the train 
reached the terminus, when he a brakeman to 
secure it. But meantime it had been stolen, perhaps 
by the friendly passenger; no one knows. In both 
these instances the courts held that the companies were 


sent 


free of any claim, because the passengers had been | 


careless. 

Some cases, in late years, particulars of which we 
have given in a former article, have turned upon the 
peculiar arrangements of the palace or drawing-room 
‘ar companies; and the decisions have been that these 
companies are not liable for hand-baggage:; they are not 
regarded as either carriers or innkeepers, but simply as 
owning conveniences which they let to travelers for 
use on the journey; and they do not profess to take 
any charge of the things the passenger carries in his 
hand—these are at his own risk. But in a very recent 
case in which the passenger was shrewd enough or 
lucky enough to have sued the railroad company in- 
stead of the sleeping-car company, he recovered. He 
was a holder of a through ticket from Boston to San 
Francisco, 
sleeping car ‘“‘ China.” 


At Toledo, where the train 


stopped for dinner, he asked an employé if he should | 


leave his bag in the-car while he went to dinner, and 
was answered: yes, it will be perfectly safe. But 
when he returned he found the ‘‘ China” had been ex- 
changed for another car, and in the change his bag 
was lost forever. 
due to the negligence of the company’s men in chang- 
ing the hand-baggage in the absence of the passengers, 
and that whether the company owned the * China” 
or it belonged to some sleeping-car owners made no 


difference; that was a private arrangement among the | 


companies, with which passengers are not concerned 
Quite a number of instances have occurred, in which 
hand-baggage has been lost or stolen from state-rooms 





not negligent in his manner of carrying the bonds, 


upon steamboats; and they have been very differently 


There | 


who | 


the | 


back to | 


In an English case the story | 


Also he bought a ticket to ride in the | 


The court said that heve the loss was | 
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decided. It is not very easy to see any marked differ- 
ence between steamboat and railroad law, on this 
point. 


In one of the steamboat instances two ladies travel- 
ing on a Mississippi River boat left a hundred dollars 
worth of jewelry, which they wore in traveling, in a 

| hand-bag, in the state-room, while they went to sup- 
per. They did not lock the door, and the valuables 
were stclen out of the bag while they were gone. The 
judge said the not liable. He took no 
notice of any carelessness in the matter of leaving the 
door unlocked, but said that steamboat-owners are 
only responsible as carriers for the things given into 
the charge of the baggagemen. Three instances have 
upon steamerg, In one of them a 
steerage passenger's money and jewelry were stolen out 
of a little trunk which he carried in his own care un- 
der his berth. In the other two the passenger’s watch 
or clothing was stolen out of his state-room; but he 
complained that there was no key, and he could not 
lock the door. the steamers 
| were not responsible for state-room baggage, unless, in 
the particular case, the loss was due to negligent ar- 
rangements or management on the part of the steamer. 


boat was 


occurred ocean 


The decisions were that 


Upon the other hand, in three or four instances of 
inland the 
judges have said in substance that the companies are 
just as much carriers of what the passenger puts in the 
state-room as they are of what goes into the baggage 


state-room robberies upon steamboats, 


| crate or of the passenger himself, and that if the pas- 
senger is not careless, locks his door properly, and 
lies with the rules of the boat, be is entitled to be 
id for what is stolen from his room. 





| comp 
| pa 
| Upon the whole, it is quite clear that if a loss of 
| hand baggage is ascribable to negligence of either pas- 
| senger or carrier, the negligent party is liable. But 
which should bear the loss when there was no fault on 
either side is a vexed question which ought to be bet- 
ter settled. 


| The Grain Movement for Ten Months. 
| The reports of the New York Produce Exchange for 
the ten months ending Nov. | show the following re- 
lceipts and shipments of grain and flour at the eight 
Northwestern markets (St. Louis, Peoria, 
Milwaukee, Duluth, Detroit, Toledo 


| Cleveland) and receipts at the seven Atlantic ports: 


reporting 


| (Chicago, and 


| Vorthwestern Receipt 
7 


87 IS7TS Si. S76 
| Flour, bbis 5,015,547 4,024,001 SURG 427 4,588,757 
Grain, bush ..209,735,834 196,559,561 145,146,721 151,443,244 
| Flour tograin, 28,076,735 23,120,005 19,932,135 2. 943,785 


| ‘Total bush. .237,812,569 219,679,566 165,078,556 = 174,387,029 


| Northwestern Shipments : 
879. 


1878 
4,894,589 


9, 1877. 1876. 
| Flour, bbis 6,149,845 4,°210,655 3,965,424 





| Grain, bush.. 175,430,037 155,930,051 122,017,362 134,007,356 
| Flour co grain, 
| bush........ 30,749,225 24,472.9045 21,053,275 19,827,120 


180,402,996 


Total bush. 206,1 79, 262 143,070,637 153,834,476 
Atlantic Receipts: 
879 187 


19. 8. 1876. 
9,017,334 7,885,664 


1877 
| Flour, bblis 6,546,113 8,175,428 





Grain, bush. ..245,689,421 714,301.988 133,918,948 140,260,397 
| Flourtograin. 45,086,670 39,428,320 382,730,565 40,877,140 
Total bush. .290,776,091 253,730,308 166,649,513 181,137,537 


The percentages of increase in 1879 over previous 
years have been: 


--——Over, ——— -——- 

} 1878. 1877. 1876. 
| In Norwestern receipts. . 8.2 44.0 36.5 
| In Northwestern shipments 14.3 44.1 34.0 
| In Atlantic receipts....... ........14.9 74.5 60.5 


The gain in Northwestern receipts over last year is 
| not a very large percentage, it appears, but 
| over the two previous years is immense. 

The the 


judged from the growing excess of 


the gain 


movement 
Atlantic 
over the shipments of Northwestern markets, as shown 


increase in interior may be 


receipts 


below: 







Northwestern Atlantic Latter more 
} shipments. receipts. than former. 
Ses sch. <ceh cece ubitend + anne 153,834,476 181,157.5! 27,303,061 
DUNE, 6. snadosnenat 143,070,637 166,649,513 
| 1878.... . 180,402,996 253,730,308 3,327,312 
BUGOs ccs a. cha . 206,179,262 290,776,091 84,596, 82 


In 1876 the Atlantic receipts were about 18 per cent. 
more than from the eight reporting Northwestern 
markets, in 1877 161, per cent., in 1878 4014, and in 
1879 41 per cent. more. 

If we were to take grain alone, the excess of Atlantic 
receipts over shipments of Northwestern markets 
would be still more striking. It was but 4.7 per cent. 
in 1876, but rose to 9.7 in 1877, 87.4 in 1878, and 41 per 
cent. in 1879. 

The receipts of grain of all kinds (not including 
flour) at the seven Atlantic ports for the ten months 
ending Nov. 1, have been, in bushels: 











1879. 1878. 11877. 1876. 
New York... 112,278,150 107,971,411 61,923,455 59,853,359 
Boston 17,655,257 15,691,430 11,525,427 10,909,840 
Portland. 1,116,529 1,603,932 889,84:3 1,887,642 
| Montreal .. 13,4°8.566 12,427,430 11,875,728 11,492,948 
Philadelphia, 40,118,625 33.235,761 17,621.959 26,678,675 
| Baltimore. 50,565,455 34,167,600 23,656,384 24,072,624 
| New Orleans. 9,784,C90 9,152,951 5,245,327 4,834,036 
| otal. ,.,, 244,987,197 214,250,515 134,038,123 189,729,124 
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The einai of the total received at each port in 
the several years was as follows: 





1879, 1878. 1877. 1876, 
NE TIMI, 6 2—.s no 2 Sis sc 6B sine Pile. ou 45.8 50.4 46.2 42.8 
cas ipa stag chaakne ssa bh a <cRee 7.2 7.3 8.6 7.8 | 
RRR tS, By AR 0.5 0.7 0.7 1.4 
No od bua” se Pesebnt theateesen . 55 5.8 8.8 8.2 
REDS a's A nocc.cadevoedsadt en 16.4 15.5 13.4 19.1 
RNIN E's is owas cheh vbiaab wb-c'nnte< abe his 20.6 16.0 176 17.2 
OW WRUNG. ss odssenthoocaess . 40 4.3 4.7 3.5 
MIE iw ante o Pacanereunee-eitan ‘ores scdbceld 100.0 100.0 100.0 100.0 


New York’s proportion is thus considerably larger 
than in 1876, but smaller than in the other two years. 

Comparing the percentages of New York with those 
of Baltimore and Philadelphia taken together, we 
have : 





1879. 1878. 1877. 1876. 

Ree ats te . 45.8 50.4 46.2 42.8 
Philadelphia and Baltimore.... ... 37.0 31.5 31.0 36.3 
The three cities .......65..50% 82.8 81.9 77.2 79.1 


during this period that the Baltimore & Ohio has ae 
getting much the largest amount of grain out of Chi- 
cago that it ever obtained there. 























The two last-named places have thus received a 
slightly larger proportion this year than in 1876, even. 


Philadelphia, however, had a much larger propor- | 
tion in 1876, and the gain has been wholly by Baltimore. | 
Compared with 1878, only Philadelphia and Balti- | 


more have gained in percentages, and nearly the whole 

gain in at Baltimore, which has had an enormous con- 

tribution of winter wheat from the Ohio valley. 
Taking New York and Boston together and compar- 





ing with Philadelphia and Baltimore together, we 
have : 
1879. 1878. 1877. 1876, 
New York and Boston........ 53.0 57.7 54.8 50.6 
Philadelphia and Baltimore. . 37.0 315 31.0 36.5 
The four. Cithed.......20000+20 90.0 89,2 85.8 869 


Montreal might be expected to increase faster than 
Roston, because it receives chiefly for export and Bos- 
ton chiefly for domestic consumption (including dis- 
tribution to United States sea-ports); but Boston has 
come much nearer maintaining its position during the 
two past years of plenty than Montreal has. 

The only place showing a decrease in receipts since 
last year is Portland ; leaving that out of the calcula- 
tion entirely, we have an increase in the receipts of the 


six other ports amounting to $1,224,000 bushels, Of 
this increase, 4,307,000 bushels, or 13.8 per cent... went 


to New York ; 
1,011,000, or 3.2 per cent., to Montreal ; 
2 per cent., to Philadelphia ; 16,428,000, 
cent., to Baltimore, and 631,000, 2.0 per cent,, to 
New Orleans. Thus about three-fourths of the whole 
increase has gone to Philadelphia and Baltimore, 

It will be worth ourewhile to compare the business 
since harvest by itself. 


1.964.000, or 6.8 per cent., to Boston ; 
6,.883,000, or 
or 52.6 per 


The winter and spring business 
for two years past at least has been made very irregu- 
lar by the competition of the railroads. It is, of course, 
impossible to say that any one line or any one port has 
gained or lost by this action, for it is impossible to say 
what line did the most cutting. But if we are ever to 
learn what the effects of the existing differences of rates 
are, we must confine our comparisons to periods when 
rates were actually maintained. We give below the 
receipts of each port during the three months of August, 
September and October, but do not claim that these 
illustrate the movement at regular rates. Most of the 
receipts in August weré probably at irregular rates, and 
certainly at very low ones. The quantities received at 
the three ports in these months have been as follows 
for four years: 





1879, 1878. 1877. 1876. 

New York 50,797,623 48,427,776 35,779,415 22,873,546 
Bostou 6,344,887 5,187,491 4,874,421 4, ‘321, 979 
Portland 110,250 $7 42% 159,250 349,20 ' 
Montreal...... 8,109,113 6,755,282 8,091,950 5.766.569 
Philadelphia.. 13,455.525 11,355,651 8,407,119 9,158,525 
Baltimore.... 19,335,075 12” 346. 100 8,234,300 7,210,200 
New Orleans 2,357,125 1,174,954 1.306,076 930,831 

Total. 100,509,123 85,384,677 66,913,531 50,610,850 


The percentages of the leading 
months were : 


ports for these three 


1879. 1878. 1877. 1876. 
kb. FR ir Oe 50.5 56.7 53.3 45.2 
IN. 25 cclsleehede! s eeliees 6.4 6.1 7.3 8.5 
I irs, otc sartey bs soebaes 8.1 7.9 12.1 11.4 
Philadelphia........ ....... 13.4 13.3 12.6 18.1 
ha rescauease > ene 19.2 14.5 12.3 14.2 


New York generally reaps the greatest benefit from 
the canal after July, when the harvest is likely to be 
hurried forward to get the advantage of low water- 
rates. But the shipments by canal have not increased 
very greatly this year, as the stock of boats has not 
been increased recently; thus while every rail route in- 
creases its business with the increase of the movement, 
the canal route is nearly stationary, and as New York 
is the sole outlet of the canal, it suffers by this even 
when its railroads carry their full proportion of the 
business. 

If we take the two months of September and Octo- 


ber, during which by far the greater part of the grain | 


paid full rates on the railroads (all except some taken 
on old contracts), we find that New York carried 51,9 
per cent, of the whole, Baltimore 19.5 per cent, and 
Philadelphia 11.4 per cent.—a better showing for New 
Youk than when rates were low, but just as good for 
Baltimore, and worse only for Philadelphia. Yet it is 


The exports of flour, wheat and corn (little other 
grain is exported) from the four leading ports for the 
ten months ending Nov. 1, have been as follows for the 
past two years, yoo in barrels and grain in bushels : 

Flour: 187% 1878. Inc. or Dec, P.c 
New —_ a i 3, rite 983 2,159,206 Inc. 1, oo 777) G1.,7 

Itimore.... ... 367, 729 503, '371 Dec. 5, 642 27.0 
Philadelphia. 130,647 158.264 Dec. > 617 16.8 

joston . 642,279 317,414 Inc. 324,865 105.5 

Total... ...... 4,632,638 3,138,255 Inc. 1,494,383 47.6 

Wheat: 

Nev York...... - 55,376,900 46,065,068 Inc. 9,311,832 26.2 
Baltimore.... ... 28.162.280 15,635,381 Inc, 12,526.899 80.0 
— kvob ss 16, 123,438 6. 420, 926 Inc. 9,702,512 151.1 
Boston.... .... ... 3,892,967 3,023,604 Inc. $69,273 «28.8 

Total........103,555,585 71,145,069 Inc, 32,410,516 45.6 

Corn: 

New York...... .. 30,506,019 24,331,688 Inc. 6,174,386 25.4 
Baltimore.......... 18,865,547 15,852,119 Inc. 4,013,428 19.0 
Philadelphia. . . 12,970,616 18,761,576 Dee, 5,790,660 30.9 
Boston............. 6,201, ‘596 5,860,152 Inc. 341,444 5.8 
‘Total ........ 68,543,778 64,805,480 Inc, 3,738,208 5.8 


Reducing: flour to wheat and taking the aggregate of 
flour, wheat and corn, we have the following exports 
| from each port: 


is7 18 Increase. Pe, 

New York.... 103,342,834 SI, 198, 731 22,150,108 27.3 
Baltimore. ... 48,866,472 34,004.: 5 14,862,117 43.7 
Philadelphia . 20,747 * 25,973,822 3,773,467 14.5 

| Boston......... . 505, 58 10,470,916 2,835.04" 27.1 
Total..........195,262,553 151,641,824 43,620,729 28.8 


Of the total increase of exports, amounting to 43,- 
620,729 bushels, a little more than half went from New 
York, a little more than one-third from Baltimore, 8.7 
per cent. from Philadelphia and 6.5 per cent, from 
Boston. 

It is noticeable that New York and Boston make 
enormous increases in flour exports, and very much 
smaller ones in wheat exports, and on the other hand 
the tremendous increases of 80 and 151 per cent. in 
wheat exports at Baltimore and Philadelphia are ac- 
companied by decreases in flour exports. 

Another peculiarity is the great decrease in corn 
exports from Philadelphia, while there was a very 
large increase at New York, anda large one at  Balti- 
more, 

Boston, it will be seen, makes the greatest percentage 
of gainin flour shipments, and this year stands next 
to New York in this particular, The percentage of 
increase in total flour exports is even a little greater 
than that in wheat exports, which is somewhat re- 
markable, and indicates a large increase in the milling 
capacity, 


The percentage of the total exports shipped from 
each port in the two years has been: 


New Balti Phila Bos 
York, more, ay ton, 
1878..... 53.6 22.4 17.1 og 
1879. 53.0 25.0 15.2 6.8 


The gain of Baltimon e inrank has been mostly at the 
expense of Philadelphia; but the changes are none of 
them so great as might be supposed from the bare 
statement that Philadelphia’s wheat exports have in- 
creased 151 per cent., or Boston’s flour exports by 105 
percent. The aggregate increase has been sv very 
large that no place could hold its rank without mak- 
ing a very large gain. New York, we see, loses rank 
a little in spite of an increase of 27 per cent. in ex- 
ports, amounting to more than 22,000,000 bushels. 


Foreign Railroad Notes. 


The iron ** boom” has reached Belgium, where prices for 
certain qualities of iron have probably been lower than any- 
where else in the world. The government, some weeks ago, 
offered to let contracts for 12,000 tons of steel rails. The 
offers, which we noted at the time, were about $25 per ton of 
2,204 lbs. For some time previous the government bad been 
getting rails for $21 or less, and the Minister of Public Works, 
thinking #25 too high, declined all the bids and called for 
new ones. About the middle of October the new bids were 
opened, and they ranged from $26.90 to $27.35 per ton, and 
the amount bid for only just covered the 12,000 tons, so that 
the highest as well as the lowest bids will have to be accepted. 
The advance from Sept. 3 to Oct. 15 had been about 2,13 
cents per ton. Only one foreign steel works, a German one, 
ventured to bid, and it asked $27.94 for the whole quantity 
to be let. At the same time a lot of old rails was sold in Bel- 
gium for $21.34 a ton. 

While maintaining firmly that in railroads generally uni- 
formity should not be sought, but that each should be adapted 
expressly to its peculiar situation and surroundings, and that 
uniformity tends to put an end to all improvement, Baron 
von Weber says there area few important exceptions, the 
chief of which isthe construction of freight cars. It is,he says, 
of little importance whether any improvement in springs, 
wheels, axles, or car bodies be introduced compared with 
the ability of the car to circulate freely from the Black Sea 
to the Baltic, from the Atlantic to the Russian border, from 
Brindisi to Hamburg, and to be taken care of and repaired 
at points far distant from each other, which is only prectica- 
ble when there is uniformity in all the chief poiuts of con 
struction. In France and England, he says, the practical 
sense of the railroad men has ledthem deliberately to neg- 
lect many important improvements in details of construc- 
tion for the sake of uniformity. 





Few even of those closely connected with the disposition of 
railroad rolling-stock have an adequate idea of the small pro- 
portion of time that cars are actually engaged in moving 
over the roads and how much more is required for loading 
and unloading, switching, waiting at stations and in yards, 
inspections and repairs. In Prussia, a few years ago, sta- 
tistics showed that the average time occupied in running by 
a freight car was 21 days out of 365, Prussian industries re- 
quire an exceptionally large proportion of short hauls, and 
this is unfavorable to making a large mileage per car; but 
in Austria where the hauls are largely of grain, timber, 
coal and ores hauled long distances, the average car-mileage 
per year requires but 28 days of actual running time. We 
do much better than that here, but after all, our own cars 
are standing still most of the time. 

Baron von Weber, considering the argument that a large 
amount.of administrative expenses might be saved by the 
concentration of the railroads of a country into the hands of 
the government, declares that there is alimit to the economy 
caused by such concentration, and says that experience 
sbows that the savings in certain directions are accompanied 
by greater expenses in other directions; and that a system 
as large as the large companies of England and 
France—say 2,500 to 3,000 miles—is all that a single ad_ 
ministration is likely to manage economically and effective- 
ly, and he supports his opinion by statistics showing that as 
railroad systems have grown the proportion of their ex- 
penses to earnings has generally increased, and that it has 
increased most where the systems have grown most. 


Twelfth Annual Report of the Master Mechanics’ 
Association. 


This report has just been issued in the usual form of the 
annual volume which this Association publishes, excepting 
that the binder has trimmed it %¢ inch shorter and \¢ inch 
narrower than last year’s report. It may not be generally 
known that binders are the most infuriating class of men 
which publishers have dealings with. It seems as though no 
binder can ever make two books of exactly the same size, This 
is however of very little practical importance, as there is suf- 
ficient margin left for binding the volumes of uniform size. 
The report this year contains 184 pages. The last one had 
240, 

As very full abstracts of the reports of this year have been 
published in these pages since the last annual meeting, very 
little comment seems needed, The successive volumes which 
this Association has issued now form quite a little library 
and furnish the most conclusive evidence of the usefulness 
of this Association, 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroad lines as follows ; 

Burlington & Missouri River in Nebraska. —Track on this 
company’s Nebraska Railway is extended from York, Neb., 
west to Aurora, 23 miles. 

Chicago & Northwestern.—Track onthe Chicago d& Dakota 
Branch is extended from Lake Benton, Minn., westward to 
Volga, Dak., 36 miles. 

Louisville, New Albany & St. Louis, — Extended 
Princeton, Ind., east to Francisco, 84¢ miles. 

Chicago, Bellecue, Cascade & Western. —Extended from 
La Motte, la., westward to Zwingle, 6 miles. Gauge 8 feet 

Gulf, Colorado & Santa Fe.—Extended from Richmond, 
Tex., westward 15 miles. 

Teras d& St. Louis.—Extended southwest to Sulphur Fork, 
Tex., 18 miles. Gauge, 3 feet. 

Pittsburgh & Western.—Extended from Etna, Pa 
west to Allegheny, 5 miles. Gauge, 3 feet. 


from 


., south- 


Nashville & Tuscaloosa,—Extended from Kon Aqua 
Springs, Tenn., southward to Graham, 11 miles. Gauge, 3 
feet. 

Saginaw d Mt. Pleasant,—Extended southwest to Mt. 
Pleasant, Mich., 5'; miles, comvleting the road. Gauge, 3 
feet. 


This is a total of 128 miles of new railroad, making 2,087 
miles thus far this year, against 1,777 miles reported for 
the corresponding period in 1878, 1,867 in 1877, 1,031 in 
1876, 1,128 in 1875, 1,594 in 1874, 3,228 in 1873, and 5,082 
in 1872. 


Sir Henry TyLer’s Speecsu at the Grand Trunk meeting 
in London, Oct, 30, was largely given to controversy over 
statements made by the Great Western people at the time 
the fusion of the two companies was pending, and was less 
interesting to the American public than his speeches gener- 
ally are; for they are generally exceedingly interesting and 
full of information concerning American railroad business. 
But the speech made the important announcement of the 
securing of the Grand Trunk’s line to Chicago, for which 
Sir Henry Tyler and his Canadian officers may justly take 
to themselves a good deal of credit. It is possible that too 
much is expected of the new line. The Gra d Trunk has 
been generally (not recently, it claims) free to get all the 
business it could at Chicago, forwarding it over the Michigan 
Central, but we believe that never when any records 
were kept it secured more than 4% per cent. 
of the Chicago shipments. But the new road will not need 
to get a heavy traffic in order to be a valuable acquisition. 
It was secured just at the most favorable time, when prices 
were lowest, all but some 30 miles of it being formed of 
badly bankrupt roads. whose securities until recently were 


has 


worth but a trifle, but which would probably sell for 
two, three or four times as much now, The Grand 
Trunk got a majority of the bonds of the Indiana mt 
of the Peniusular Railway for 12', cents on the dollar; the 
Port Huron-Flint section of the new line (69 miles) cost I 











610 








about $800,000. The 49 miles from Flint to Lansing, was 
secured by paying Mr. Vanderbilt $540,000 for the securi- 
ties by which he controlled it (and this, we imagine, gives 
Mr. Vanderbilt the first dividend ever paid by any part of 
the new line); the 108 miles of the Peninsular 
Railway from Lansing ‘to the Indiana line cost 
$300,000, and a contract was. let for 30 miles from 
Valparaiso, Ind., to Thornton, Ill, for $875,000. The en- 
trance into Chicago is to be over the 20 miles of the old Chi- 
cago & Soutbern road, which was built for the Chicago, 
Danville & Vincennes, and was bought by the Gra.:d Trunk, 
or for it, no less than two years ago. The expenditures so 
far just about exhaust the $1,500,000 received from the’ 
Dominion government 
line. Sir Henry Tyler says that $1,000,000 more 
in the next six months will be al) that will be 
needed to get the road into good working order, 
and $2,500,000 is the utmost that can be needed, in 
addition to the $1,500,000 already spent, to make the most 
full and perfect arrangements. This will make the cost of the 
whole line from Chicago to Port Huron, 880 miles, only 
4,000,000, or about $15,000 per mile. The road will use the 
Chicago stations of another railroad. 





THe OBSTACLES TO A CHANGE IN A SYSTEM oF WEIGHTS 
AND MEASURES are well illustrated by the recent action of 
the New York Produce Exchange concerning the adoption 
of the cental system for buying and selling grain. It would 
seem that nothing could be simpler, and the great differences 
in the weights of bushels of differert kinds of grain—oats 82 
Ibs., corn 56, wheat 60, ete.—made it extremely desirable 
to get rid of the old bushel system, which is not by any 
means a system of measures, for everywhere it is a given 
weight which makes a legal bushel. The railroads have 
never made rates by the bushel, but always by the 100 Ibs., 
or ‘cental,” though competing with the lake and canal 
boats, whose rates are fixed per bushel, So the grain- 
dealer has always had to use the cental system to a 
great extent in getting his grain carried. Then it is a sim- 
ple matter to make tables which show at a glance 
the equivalents of any given number of bushels in centals, 
and vice versa, and the Produce Exchange had such tables 
prepared beforehand, with the valu’s of different quantities 
at different prices, so that the passage from one system to 
another could be made with the least possible friction ; while 
the largest exports are made to Liverpool, where grain has 
been sold by the cental for some years. Yet the members of 
the Exchange found so much difficulty in accommodating 
their business to the now system that they were almost unan- 
imous in favor of abandoning it before they had fairly tried 
it. Theirexperience was almost precisely like that of the 
Chicago Board of Trade some ten years ago, which voted, 
unanimously, we believe, in favor of adopting the cental 
system on a given day, but when the day arrived, after try- 
ing to work under it, voted just as unanimously to go back 
to their old practice, before the day’s session ended. ‘ 

Of course the difficulties are made much greater because 
the change was made at one place in the country which had 
constant relations with thousands of others where no change 
was made ; but in exchanges where important transactions 
must be effected without a moment’s hesitation, the evil of a 
lack of familiarity with a system of measures is most em- 
phesized. Probably, so far as this is concerned, in the grain 
trade two weeks’ experience would have made the cental 
system perfectly familiar; but the difficulty is to induce 
men to discommode themselves even for so short a period, 
when the interests concerned are of very great importance, 
and transactions amount to several millions of dollars ina 
single week. 


A TABLE O¥ WEST-BOUND RATES SINCE 1861 is one of the 
valuable things given in the abstract of Mr Blanchard’s tes- 
timony, which we publish this week. One might suppose that 
such lists would be easy to get, and that they would be kept 
in the office of every railroad interested in through business. 
But some vears ago, when we endeavored to get this informa- 
tion, we could find but two offices where it was kept, and in 
one of these it did not go back so far as 1861; and we could 
find but one office in America which had preserved records 
of east-bound rates going back of 1870. It inust be remem- 
bered, however, that this record gives only regular rates. 
There were long periods when there were no regular rates. 
No one, so far as we know, has ever made a record showing 
the prevailing rates during railroad wars. Of course it is not 
possible to state the rates precisely at such times, because 
there nay be several rates the same day. But each railroad 
ought to know what it got for the freight which it carried— 
that is, itought to finally; very frequently it does not at the 
time it is carrying it, and before all the vouchers for ‘ re- 
bates” and “overcharges” have come in— and a record 
made upon that basis would have a good deal of historical 
value. We can under how one might be ashamed to 
have the record for é periods known; but though a 
railroad’s rivals may not know just how much grain it car- 
ried at the rate of 10 cents per 100 Ibs. from Chicago to New 
York, they are pretty sure to know if it did any carrying at 
such rate, 





Tue IMPORTANCE OF THE FREIGHT IN HOG Propucts may 
be judged by the record of the shipments from Chicago dur- 
ing the year ending with October last. The aggregate weight 
of the shipments of pork, lard, hams, shoulders and sides 
was 1,099,018,981 Ibs., which would fill 45,792 cars with 
the full load of 24,000 Ibs, each, That number of cars cou- 
pled together into a continuous train would cover 286 miles 
of track, or the whole length of the Michigan Cen- 
tral Railroad from Chicago to “Detroit, The weight is 


the only freight hauled great distances which greatly exceeds 
in amount provisions. Neither isequal to coal; but very little 
coal, comparatively, is carried by rail more than three 


hundred miles, and very little indeed the 913 to 1,040 miles | 


which most of the Chicago provisions go. The cotton crop 
is probably moved as great distances altogether, but 
not by rail, as most of that which is exported goes 
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to # near-by port, and a good deal of that which goes | 


North for consumption. 


The weight of hog products packed during the year 
ending with February, 1878, was reported to be 2,500, 
000,000 Ibs., and the weight of the cotton crop of 1878 


for the Riviére du Lex; ! (which was the largest ever known) was less than 2,400,- 


000,000 Ibs. Chicago shipments during the year ending 
with October last were equal in weight to nearly half the 
cotton crop. 


OcToBER EARNINGS have been reported thus early by no 
less than 23 railroads, all but one of which show an increase 
as compared with last year, when traffic, except with North- 
western spring-wheat roads, was generally very good. In 
many cases, too, the increases are very large. 


~ General Railroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows : 
Baltimore @& Ohio, annual meeting at Camden Station, 
Baltimore, Nov. 17. 
Connecticut Western, annual meeting, at the office in Hart- 
ford, Conn., Nov. 18. Only the preferred stockholders 
have votes. 


Dividends, 


Dividends have been declared as follows: 
Cleveland & Pittsburgh (leased to Pennsylvania Company), 


1% per cent., quarterly, payable Dec. 1. 
Wilmington & Weldon, 3 yer cent., semi-annual, payable 
Nov. 22 


Mail Service Extensions. 

Mail service has been ordered over railroad lines as fol- 
lows: 

Burlington & Missouri River in Nebraska,—Service or- 
dered over the extension of this company’s Nebraska Rail- 
way from York, Neb., to Aurora, 23 miles, from Dee. 1. 

Chicago & Northwestern.—Service ordered over the Chi- 
cago & Dakota Branch from Tracy, Minn., by Balaton, 
Tyler, Lake Benton, Verdi, Aurora and Brvokings to Volga, 

ak., 70.94 miles, from Dec. 1. Also over branch of Maple 
River road from Wall Lake, Ia., to Sac City, 13.98 miles, 
from Dee. 1. 

Chicago, Milwaukee & St, Paul.—Service extended on 
Iowa & Dakota Division from Pattersonville, Ia., to Canton, 
Dak., 28 miles, from Nov, 17. 


Foreclosure Sales. 

The New Jersey Midland road is advertised to be sold in 
Jersey City, N. J., Nov. 20, under a decree of foreclosure and 
sale granted by the Court of Chancery of New tages f The 
notice of sale is only formal, however, and it is not likel 
that the road will be sold until after the Court of Apous 
bas passed upon the various appeals taken from the Chancel- 
lor’s decree. 


Southern HKailway & Steamship Company. 


The fifth annual meeting was held in Atlunta, Ga., Nov. 5, 
ursuant to adjournment, with President Joseph E. Brown 
n the chair and Charles A. Sindall Secretary. 

re were present Virgil Powers, Genera] Commissioner, 
and the following railroad officials: 

For the Central, Southwestern, Savannah, Griffin & North 
Alabama, Mobile & Girard, Montgomery & Eufaula rail- 
roads, and the Ocean Steamship Company, Savannah & Bos- 
ton and Savannah Steamship Company, William Rogers, 
General Superintendent; W. G. Raoul, General Supgrin- 
tendent. 

For the Georgia Kailroad, E. P. Alexander, President; E. 
R. Dorsey, General Freight Agent. 

For the Nashville, Chattanooga & St. Louis, E. W. Cole, 
President; George R. Knox, General Freight Agent. 

For the South Carolina Railroad, J. He Fisher, Receiver ; 
J. B. Peck, Superintendent; L.B. Pickens, General Freight 
Agent. 


‘or the Wilmington & Weldon and Wilmington, Columbia 


& Asano. R. R. Bridgers, President; A. Pope, General 
Freight Agent. 
For the Carolina Central, C. H. Roberts, General Mavager; 


F,. W. Clark, General Freight Agent. 

For the Northeastern, of Georgia, J. W. Edwards, Super- 
intendent. 

For the Western & Atlantic, Hon. Joseph E, Brown, Presi- 
dent ; Gen. Wm. McRae, General Manager, and R. A. 
Anderson, Genera! Freight Agent. 

For the Port Royal & Augusta, D. C. Wilson, President ; 
R. G. Fleming, General Superintendent ; J. 8. Davant, Gen- 
eral Freight Agent. 

For the Macon & Brunswick, G. 8. Jones, General Direc- 

r. 

For the Brunswick & Albany, Charles 8. Schlatter, Gene- 
ral Superintendent. 

For the Raleigh & Augusta Air-Line, Raleigh & Gaston, 

board & Roanoke, Baltimore Steam Packet Company, 
anc Canton Inside Line, J. C. Winder, General Bupertnten. 
dent, and R. L. Poor, General Freight Agent. 

For the Old Dominion Steamship Company, W. H. Stan- 
ford, General Freight Agent. 

For the Atlanta & Charlotte Air-Line, R. D. 
General Freight Agent. 

For the Merchants & Miners’ Transportation Company, 
William Plummer, General Agent ; James B. West, Savan- 
nah agent. 

For the East Tennessee, Virginia & Georgia, C. M. 
McGhee, Vice-President; James R. Ogden and T. 8. Davant, 
General Freight Agents. 

For the Atlanta & West Point. L. P. Grant, Superintend- 
ent; A. J. Orme, General rreight Agent. 

For the Savannah & Charleston, C. 8S. Gadsden, Superin- 
tendent; S. O. Boyleston, General Freight Agent; C. C. 
Olney, Agent. 

For the Richmond & Danville, and Charlotte, Columbia & 
Augusta railroads, A. 8S. Buford; President; T. M. R. Tal- 
cott, General Superintendent; Sol Haas, General Freight 


Carpenter, 


nt. 
3 the Louisville & Nashville, F. De Funiak, General 
Manager; E. B. Stahlman, General Freight Agent; Theodore 
Welch, General Agent. 
For the Greenville & Columbia, F, K, Huger, General 





the same as that of 18,816,082 bushels of wheat, Grain ia | Freight Age 


gent, 


But it is questionable whether | 
the whole cotton crop equals the provisions in weight. | 
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For the Baltimore & Richmond Steamship Company, 
George F. Needham, General Freight Agent. 

For the Philadelphia & Savannah Steamship Company, 
W. L. Jones, General Agent. 

For the Clyde Line Steamships, 
Freight Agent. 

For the Western, of Alabama, 
Manager. 

For the Atlantic, Mississippi & Ohio, Henry Fink, Re- 
ceiver; Thomas Pinkney, General Agent. 

For the New York & Charleston Steamship Company, 
Geo. W. Quintard, President. 

For the Rome Railroad, E. Hillyer, President. 

For the Great Southern Freight Line, B. D. Hasell, Gene- 
ral Agent, and J. M. Selkirk, General Agent west. 

(General Commissioner Virgil Powers submitted his annual 
report, which was read by the Secretary. A number of 
amendments were also read, which, with the report, were 
submitted to a special committee for consideration. The 
Association then adjourned until the next day. 

On the reassembling of the convention, Nov. 6, the Special 
Committee, to which the General Commissioner’s report and 
sundry amendments had been referred, reported progress, 
and asked further time for consideration. 

It was then resolved to adjourn until Dec. 16, at Augusta, 
Ga. At that time the report of the Special Committee will 
be presented, and officers will be chosen for the ensuing 
year. 


J. G. Eager, General 


Cecil Gabbett, General 


Association of General 
Ticket Agents. 

A regular monthly meeting was held in Grand Rapids, 
Mich., Nov. 6. There were present Henry J. Wentworth, 
T. J. Whitney, Michigan Central: S. R. Calloway, Detroit 
& Bay City ; J. B. Milliken, W. A. Carpenter, J. F. Reekie, 
Detroit, Lansing & Northern; J. P. Nourse, Flint & Pere 
Marquette ; J. F. McClure, Detroit, Grand Haven & Mil- 
waukee ; A. B. Leet, J. M. Metheany, Grand Rapids & Indi- 
ana; A. M. Nichols, Chicago & Western Michigan. 

The principal business under consideration was the renewal 
of the agreement for the year 1880. This was effected, and 
the standing rules were continued for next year also, the 
only change being to increase the allowance for baggage of 
commercial travelers from 150 to 250 pounds. e rules 
relating to half-fare permits for ministers and editors were 
readopted without change. 


Michigan Passenger & 


Engineers’ Club of Philadelphia. 

The first fall meeting of the club was held Oct. 4 at its 
new rooms, No. 1,518 Chestnut street. Mr. Ernest Pontzen, 
of Paris, was chosen a corresponding member, and Messrs. 
Frank Lyman, J. W. Edwards, William Forsyth, George C. 
Thomas, John Haug, E. B. Wall and Charles 8. Heller 
active members. 

At the regular meeting Oct. 18 Rudolph Hering gave 
some account of the works and cement of the Coplay Cement 
Co, Chas. A. Ashburner read some notes on the ‘“ Eames 
Petroleum Puddling Process "—a method of utilizing petrole- 
um as fuel. He said that ten barrels of crude oil sufficed 
for making 15 tons of iron per day. 

Mr. Rudolph Hering exhibited a set of detail drawings of 
the works for improving the sewerage of Boston; Mr. 
Charles Darrach presented some notes on ‘‘Meyer’s 
Formule for Proportioning Culverts on Railroads.” in which 
he discussed a paper previously presented by Mr. Cleeman. 

At the meeting Nov. 1, Prof. L. M. Haupt read a report 
on the progress of the Pennsylvania geodetic survey, which 
Professor Haupt is directing. 


ELECTIONS AND APPOINTMENTS. 


Bellaire & St. Clairsville.—The Belmont County (O.) Court 
has appointed C. W. Carroll Receiver, on petition of the bond- 
holders. 


Boston, Hoosac Tunnel & Western.—The following circu- 
lar from President Burt is dated Nov. 1: 

“A. A. Gaddis, Esq., has been appointed General Man- 
ager of the Boston, Hoosac Tunnel & Western Railway 
Company. Office, room No. 60, Equitable Building, Boston, 
flass.” 


Boston, Winthrop & Pt. Shirley.—At the annual meeting in 
Boston, Oct. 28, the following directors were chosen: Clar- 
ence A. Parks, Wakefield, Mass.; Samuel G. Irwin, Win- 
throp, Mass.; Francis French, Keene, N. H.; Frank H. 
Hills, John M. Wales, Boston. The board elected Clarence 
A. Parks, President; Frank H. Hills, Clerk. 


Chicago & Northwestern.—Mr. V?M. Came is appointed 
General Agent of this company, with office at Denver, Co), 


Chicago, Milwaukee & St. Paul.—Mr. D. Flanigan, Assist- 
ant Superintendent of the Racine & Southwestern Division, 
has been made Superintendent of the Davenport Line, in 
place of John E. Henry, resigned. 

The Chicago Inter-Ocean of Nov. 10 says: *‘ Ever since 
John C, Gault accepted the position of General Manager of 
the Wabash Road it has been a matter of conjecture who 
would become his successor as Assistant General Manager of 
the Chicago, Milwaukee & St. Paul road. It is now defi- 
nitely settled that Mr. W. C. Van Horne, General Superin- 
tendent of the Chicago & Alton, is to have the position. He 
will assume the duties of his new office Jan. 1, 1880. Mr. 
Van Horne is an excellent railroad man, admirably adapted 
for the position.” 

Cincinnati, LaFayette & Chicago.—At a recent meeting 
of the board the following officers were chosen: M. E. In- 

alls, President; Gustavus Ricker, Vice-President; E. F. Os- 
orn, Secretary and Treasurer. Mr. Ricker is reélected. 
Mr. Ingalls succeeds Adams Earl, and Mr. Osborn, J. M. 
Kerper. 

The following appointments are anuounced: Superintend- 
ent, J. W. Sherwood, Indianapolis: General Ticket Agent, 
John Egan, Cincinnati; Assistant General Freight Agent, J. 
M. Johnson, LaFayette, Ind. The office of Auditor is 
abolished. 

Mr. B. Lyman is continued as General Passenger Agent, 
Mr. J. B. Morgan as Master Mechanic, and Mr. P. J. Kelly 
as Road-Master. The new officers are all also officers of the 
Indianapolis, Cincinnati & LaFayette. 


Eastern.—Mr. Daniel W. Sanborn bas been appointed 
Master of Transportation, in place of John Hornby, resigned. 
Mr. Sanborn has been on the road some 20 years, the last 10 
years as conductor. 

Mr. F. H. Miles, late Chiet Train Dispatcher, is appointed 
Superintendent of Telegraph, in place of Mr. W. H. Vaughan, 
who has gone to the Chicago & Alton. 


Georgia Railroad Commission.—The new Railroad Com- 
missioners of Georgia held their first meeting in Atlanta, 
Nov. 11, and organized by electing ex-Gov. James M. Smith 
President, and R. A. Bacon, of Atlanta, Secretary. 


LaFayette, Bloomington d& Muncie.—Mr. E. St. Andress 
has been appointed Purchasing Agent, in place of B. F. Mas 
tan, resigned, 


Mackinae & Marquette,—Myr. Thomas McKeown bas been 
appointed Chief Engineer, and has his office at Marquette, 
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Mich. He was recently connected with the Hamilton & 
Northwestern road. 


Manhattan Elevated.—At the annual election in New 
York, Nov. 12, the following directors were chosen: William 
R. Garrison, c= W. Field, George M. Pullman, Ashbel 
Baruey, Jose F. Navarro, Benjamin Brewster, Horace Por- 
ter, Nathan Guilford, Robert Harris, John Baird, Heber R. 
Bishop, George J. Forrest and Josiah M. Fiske. Messrs. 
Harris, Bishop, Forrest and Fiske are new directors, the 


number being increased from nine to thirteen. 


Marquette, Houghton d& Onto .—Mr. John Hornby 
has been appointed Land Cousens, He was recently 
Master of Transportation of the Eastern Railroad. 


Missouri, lowa & Nebraska.—Mr. Arthur Williams has 
been appointed Auditor, in place of O. H. Mackreth, re- 


signed. 


New York, Connecticut & Eastern.—The direction of this 
new company have chosen the following officers: President, 
George L. Clarke, Providence, R. 1.; Secretary, Andrew L. 
Winton, Bridgeport, Conn.; Treasurer, Wm. W. Douglas, 
Providence, R. r 


Philadelphia, Newtown & New York.—This compauy has 
been reorganized by the resignation of the old officers and 
the election of the fotlowing: President, Col. James Boyd: 
Directors, A. D. Campbell, Franklin Dundore, 8. Henry 
Morris, A. H. Seipt, John Slingluff, Charles H. Stinson ; Sec- 
retary, George A. Rahm; Treasurer, Smith Harrer. The 
road is now controlled by the Philadelphia & Reading. 


Richmond & Petersburg.—lt is stated that Mr. Theodore 
D. Kline has been appointed Superintendent, in place of A. 
Shaw, resigned. Mr. Kline is now Superintendent of the 
Charlotte, Columbia & Augusta road. 


St. Louis & San Franciseo.—Mr. A, Douglas, lately ap- 
pointed Acting Auditor, is made Auditor from Nov. 6. 


Wabash, St. Louis & Pacific.—This consolidated com y 
was organized at Toledo, Nov. 7, when the followin p sme - 
ors were chosen: To serve one year, Julius 8. Walsh, Thomas 
E. Tutt, St. Louis; James Cheney, Ft. Wayne, Ind.: J. 
Lowber Welsh, Philadelphia; Henry H. Cook New York. 
For two years, Charles Ridgely, Springfield, Ul. ; George N. 
Dunlap, Chicago; James F. Joy, Detroit; Sidney Dillon, 
Solon Humphreys, New York. or t vears, Benjamin 
W. Lewis, Jr., St Louis; A. L. Hopkins, Toledo; Cyrus W. 
Field, Jay Gould, Russell Sage, New York. 

The board elected officers as follows : President, Cyrus W. 
Field ; First Vice-President, B. W. Lewis, Jr.; Second Vice- 
President, A. L. Hopkins ; General Manager, John C. Gault; 
Secretary, James F, How ; Treasurer, W. B. Corneau ; Sec- 
ond Secretary and Transfer Agent, O. D. Ashley : Executive 
Committee, Cyrus W. Field, Solon Humphreys, Jay Gould, 
Russell Sage, A. L. Hopkins, Sidney Dillon. Messrs. Field, 
Hopkins and Corneau were officers of the Wabash ; Mesers. 
Lewis and How of the St. Louis, Kansas City & Northern ; 
The Executive Committee is entirely composed of old Wabash 
directors, except Mr. Dillon, who was not in either of the 
old companies. The President and Second Vice-President 
will have their offices in New York; the First Vice-Presi- 
dent and the General Manager in St. Louis. 


PERSONAL. 


—Mr. O. H. Mackreth has resigned his position as Auditor 
of the Missouri, lowa & Nebraska road, and wiil go into 
business in Minneapolis, Minn. 

Mr. Adams Earl, the builder and until recently chief 
owner of the Cincinnati, LaFayette & Chicago road, has re- 
signed his position as President of the company. having sold 
out his interest in the property, 

-Mr. A. Shaw has resigned his position as Superintendent 
of the Richmond & Petersburg Railroad. 

—Mr. B. F. Mastan, Purchasing Agent of the La Fayette 
Bloomington & Muncie, has resigned on account of ill 
health, 


—Mr. Frank J. Hecker has resigned his position as General 
Superintendent of the Eel River Railroad, the roaa having 
been leased to the Wabash. Mr. Hecker has managed the 
road very successfuliy for several years, having gone to it 
from the Ulster & Delaware. 

—Mr. John E. Henry has resigned his position as Superin- 
tendent of the Davenport Line of the Chicago, Milwaukee & 
St. Paul. He managed the road for several years as Re- 
ceiver, and afterward as General Manager for the Daven- 
port & Northwestern, before that company sold the road to 
its present owners. 





—Mr. Richard Bernard Lewis, for many years a well- 
known engineer, died at his residence in Quincy, IIL, Nov. 2. 
He was born in Chester County, Pa., in 1825, and in 1845 
entered the service of the Pennsylvania Railroad as a civil 
engineer, and remained there until 1852, when he became 
Chief Engineer of the Vicksburg & Meridian road. After 
serving on that road several years and completing its con- 
struction, he was for a short time on the Hoosac Tunnel, but 
afterward went south, where he located and built several 
lines. In 1864 he went back.to the Pennsylvania for a short 
time, and was then chosen President of the Huntingdon & 
Broad Top Company. He left that position to taks charge 
of the St. Louis, Vandalia & Terre Haute, and some ten 
years ago settled in Quincy. He was Chief or Consulting 
Engineer on the Carthage Branch of the Chicago, Burlington 
& Quincy, the Quincy, Alton & St. Louis, and the Atchison 
Branch of the Hannibal & St. Joseph, and assisted Captain 
Eads in the location of the St. Louis Bridge. For several 
years past he has lived quietly in Quincy, undertaking no 
professional work, on account of impaired health. 

—Messrs. H. H. Trowbridge, Master of Transportation; H. 
W. Mead, General Freight Agent; A. J. Chandler, Auditor, 
and J. M, Kerper, Secretary and Assistant Tieasurer of the 
Cincinnati, La Fayette & Chicago, are all retired by the 
transfer of the control of that road to parties interested in 
the Indianapolis, Cincinnati & La Fayette, being succeeded 
by officers of that company. 

—Mr. Isaac A. Livermore, a well-known citizen of Cam- 
bridge, Mass., and of Boston, died in Pittsfield, Mass., Nov. 
9, at an advanced age. He was for 25 years Treasurer of the 
Michigans Central 

”. 


—The ease of Frank Abbott, 6n trial at Newburg, N. Y., 
for embezzling money from the insurance association con- 
nected with the Brotherhood of Locomotive ag aque has 
gone over for another term. It is said that he made 
settlement, and that the case will not be brought to trial. 


Sompany, retiring from that position in 


TRAFFIC AND EARNINGS. 


Water Rates. 
_ Lake rates have been 
ing with Wednesday at 
for wheat from Chivago and Milwaukee to Buffalo; but there 
have been several quotations from Milwaukee at 1% cent 
less, and Wednesday the rate was but 7 cents for wheat. 





teady during th k end- 
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than the week before, and considering the great bulk of the 
receipts were very small indeed, which, in view of the ad- | 
| vance in rail rates announced lon yo one the near 
|approach of the close of navigation indicates either a re- 
ache condition of markets—prices too high in the West 
to permit shipments to the East at a it—or a great scar- 
sg finden dee y eet an shipments eee ie mare 
is a scarcity of cars, ents fron - 
kets are me: extraordinary. But the arrivals of grain to the 
sea- board are ex mary, which proves that the cars are 
getting their grain elsewhere than at the eight Northwestern 
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Canal rates have advanced, but are still below the highest | markets named. But this does not e the small lake 
rates of October. At first the advance was almost exclu- epee for two weeks they have beef but about’ 3,000,- 
sively on corn, but Weduesday the rates were 9 cents for r week, while in the two weeks ‘previous than 
corn and 1014 for wheat, from Buffalo to New York, which | 5,000,000 bushels per week were taken by: the v 
is an advance during the week of 1¢ cent on wheat and 1/| weather may have something to do with this. Sometimes 
cent on corn. : the winds delay the vessels greatly, so that few arrive at the 

Ocean rates have tended downward for n, and | upper lake ports for 8. Moreover, there isnow a very 
Wednesday’s eye by steam from New York to Liver- great pressure for lumber and ore shipments, eo per- 

l were 614d. per bushel. Charters of sailing vessels to | haps no more in these two w than before. At all-events, 
York for orders are reported at 6s. from Philadelphia, 6s. 8d. | the demand for lake vessels in this time did not increase 
and 6s. 6d. from Baltimore, and 5s. 9d. from Boston. A | enough to raise lake rates, even after an advance in rail rates 

vessel was chartered to carry rails from New York to Port- | had been announced. 
land, Oregon, at $10 per ton. 2 oa — +. Atlantic ports are the yy for — 
|. wee nu y were never exceeded in any previous 
Railroad Earnings. year except once. The October receipts this year have av- 

The following are reports made to the Massachusetts Rail- | @ 8,085,000 bushels per week, and there has never been 
road Commission for the year ending Sept. 30, 1879: agnes © compare with it hereto fore. 

Earn. Per ct. f the receipts at Atlantic ports in this last week 53.7 per 
aids ™ Earnings. Expenses, Net earn. per mile. of exps. | cent. bs wh ew York, 17. me, 11 at Philadel- 
oston . ‘ real, 6.6 at i Ww 
xainine. 82,216,200 $1,254,750 $961,510 $10,758 50.62 ee noes a SR ye eee 
ew ndon 
xAorthern.... 477,065 929,544 147,521 4,71 00.08 ota grain shipments for October were 8,800,- 
New or 

New England 1,971,536 1,447,183 524,353 6,918 73.38 For the week ending Nov. 11 (Tuesday), poate and ship- 
Old Colony.... 2,862,576 2,147,606 714,970 7,952 75.01 | ments at Chicago and Milwaukee were, in bushels: 

Old Colony ex: include $348,450 payments resulting | Ressiaas. Shipments. 
from the Wollaston accident. ; Fe ert ee 2877 200 2 561,071 

Other earnings have been reported as follows: | Milwaukee .. 887,900 612,500 

Ten months ending Oct. 31: 3.765.190 2174 R71 

a i 1879 1878. Inc. or*Dec. Pc. a ascxceataecss f1pacrtsscns . 3,765,190 3,178,571 
Atchison, Top. Es Ls For the same week Buffalo received 8,828,750 bushels by 
Bars Guilar’ Rap. OM 1TAB T- $1,016.602 09 4) Iake and 699,800 by rail, and shipped 2,876,405 bushels by 

No. ........ 1,210,960 1,273,497 D. 62,537 —- 4.9 | canal and 1,848,187 by rail. ‘Ihe receipts were more than 
Central Pacific ... 14,426,698 14,637,049 D. 210,351 1.4 | double those of the corresponding week last year. 

Chicago & Alton.. 4,587,684 3,931,193 1. 56,49 16.7 For the same week, ending Nov. 11, the preceding week 
Chicago & East. oe and the corresponding week lust year receipts at the four 
or’ a ee ae 704,957 672,460 I. 32,497 4.8 leading Atlantic ports were, in bushels : 

Paul. ... ...... 7,847,000 6,926,038 I. 920,062 13.3) Nov. 1], 1879. Nov. 4, 1879. Nov. 12, 1878. 
Chicago & N. W.. 13,252,929 12,511,660 I. 741,269 5.9 | New York............ » 3,707,824 3,894,132 2,204,428 
Chicago & West. Baltimore. 1,212.04 042,25 679,791 

i othesns0sss 4965 415,327 I. 81,177 19.5) Philadelphi: 488,700 466.900 551,000 
Grand Trunk..... 7,420,425 7,409,495 I 10,970 0.1 SG rere 586,798 440,719 234,100 
Great Western ... 3,675,965 —-3'821,654 D. 145,689 33.8 eee Bete es ie <, e 
ee oe 1,538,099 1,658,965 D. 120,866 7.3| The four perts...... 6,085,611 5,743,987 3,669,319 
oo —— 4,050,501 4,604,195 D. 44,604 1.0| All the ports but New York show an increase over pre- 
Till. Central, Iowa ceding week, and all but Philadelphia a great increase over 
“ ggg 1,199,246 1,202,476 D. 93,230 7.2 | last year. New York receipts were 62.4 ad cent. i ae 

o., Kansas Seas a , ™ mm . ,| total for the week, against 67.8 per cent. for the preceding 
eek é Ohio. by owe} oo I. Lay “ak | week, and 60.1 per cent. for the corresponding week last 
st age: TH. Site ual iS iii 7 , P | yong. Of the New York receipts for the week 1,111,028 

Belleville Line.. 444,282 406,435 1. 37,847 0.3 | bushels—20,8 per cent.—were by'wail. 

St. L., Iron Mt. & | 

Sudden 2,968,853 3,510,715 I. 458,138 13.0] Coal Movement. 

St. Louis & San Coal tonna; for the ten months ending Nov. 1 are re- 

Fran ........... 1,241,086 987,316 I. 253,770 25.7 | ported as follows, the tonnage in each case being only that 
’ | yg oe 603,840 539,261 1. 64,570 12.0) originating on the line to which it is credited : 

. a ; 

C ity 908,355 892,770 I. 15,585 1.7 Anthracite: 1878. 1878, Inc. or Dec. P. ¢. 
Tol., Pe. & War Philadelphia & Read. 

Wecvececoceves 1,025,138 1,065,770 D. 40,632 3. ere Ihe ono 6.254215 4,105,740 1, 2,148,475 52.3 
Wabash ...... .. 4,171,220 4,210,818 D. 30,598 0.9 | No ame Donieel, Sha- 

i i SL: mokin Div. ,and Sum 

es oo geomet tN mit Branch RR. . 777.085 O34,104 1. 142,841 22.5 
N. Y., Lake Erie & | Sunbury, Hazleton & 

Western ...... ..$10,388,848 $8,735,278 I. $653,320 6.7 | Wilkesbarre......... 20,604 46,070 D. 5,466 21.0 

Netearnings.... 2,761,720 2,854,204 D. 2.525 3.7) Dennsyivania Canal... 391,600 305,173 I. 86,427 28.3 

Month of August: Central of N. J.. Le- ~ a! 

N. Y.. Lake Erie & high Div....... ..... 3,854,004 1,861,877. 1. 1,492,127 89.1 
~ Western ... .... $1,450,223 $1,445,920 1. 4,204 ° 0.3| Lehigh Valley......... 3,580,241 2,648,520. 1. 831,712 1 4 
Net earnings.... "391.237 569,804 1 71.433 3.8 | Pennsylvania & N.Y. 28,741 46,647. 1. 2,004 7.9 

. Delawaie, Lacka. 

Month of September : Sa 3,143,303 1,732,006 I. 1,410,707 81.4 
Boston & N, Y. Air Del & Hudson Canal 

Sates ies o aene Se ee es eS Pere ee eee ee CO. ccc ccc cee ceeccecees 2.808.196 1,719,022 1. 1,080,174 63.4 

Net earnings... EL c's egies a6 20ionbetenwnese ° -. sss» | Pennsylvania Coal Co, 1,187.50 728,310 1. 459,282 63.1 
Gal, Har. & San State Line & Sullivan. 40,116 28,802 1 11,314 39.3 

Antonio.... .... 131,368 $132,418 D. $1,055 0.8 ep dllis + iain ————  -— 

Month of October : Total anthracite .21,585,647 13,817,360 1. 7,768,287 56.2 
Ate’ : . Semi-bituminous : 
re a : 750,000 $446,528 1, $312,472 70.0| Cumberland, all lines., 1,251,841 1,302,793 D. 140,952 10.1 
Bur., Cedar Rap. ; Huntingdon & Broad ‘ 

UIs dks va cee 171,524 141,619 I. 20,005 221) TOP... ce ce eeeecens 118,082 = 125,583 D. 7,501 6.0 
Centra! Pacific... 1,833,000 1,774,089 I. 59,911 3.4 East Broad Top sabe 4 ! 3,751 51,200 : gat'eas at 
Chicago & Alton.. 654,286 487.921 I. 167.365 34.3| Tyrone & Clearfield... 1,330,728 1,006,065 1. 244, é 
Chi. & Kastern Ii. 92.975 82,606 I. 10,639 12.6) Bellefonte & Snow sa pata, 56.9 
Chi. Mil. & St. P.. 1,290,000 23,722 1. 466,278 56.6) Shoe............... _ 68,271 20,782 1. 32,489 156. 
Chicago & N. W.. 1,935,000 1,574,422 I. $61,578 as ee aaa a he a te 4 
ong ray Perk — genie 5 ei eee _. 2,807,673 2,686,423 I. 121,250 4.5 

ea eer RB Si.catieen: {vende Bituminous : 

Hannibal & St Jo. 238,411 23:2,720 I. 5,691 2.4| Barclay R. R. & Coal 

Ill. Cent., tl. lines. 580,244 506,751 I. 73,493 14.5 ee” ee 268,256 I. 1,909 0.7 
la. lines. 170,832 148,089 I. 22.743 15.4) Allegheny Region, Pa. A 

Mo., Kan. & Tex.. 387,701 349,896 I. 37,805 10.8) RB, R..........00.00:- 158,862 168,055 D. 10,593 6.3 

Mobile & Ohio.... 264,400 71,700 I. 192,690 268.8| Penn & Westmore- 

Northern Pacific. . 287,000 152,200 I, 134, DONT BE acs ee wasnvseae $21,003 548,831 I. 72172 13.9 

&t.L., A. & T. H.. West Penn. R. R...... 174,515 151,875 1. 22,640 14.9 

Belleville Line. . 63,127 56,548 1. 6,579 11.6) Southwest Penn. R.R. 33, 21,265 I. 12,336 57.9 
St. L., Iron Mt. & Pittsburgh Region, Pa. / 

_. SOPOT En Pere 713.200 583,983 I. 129,217 22.1 Te Wissks bcc coer os « | =6GRRUEEER 355,004 I. 75,387 21.2 
St. L. & San Fran. 213,712 123,808 I. 80,814 72.5 = —<—<— ac aman chine 
St. Louis & 8. E.. 82,668 71,001 I. 11,666 16.4 Total bituminous.... 1,688,057 1,514,256 I. 175,801 11.5 
St. Paul & 8. C... 119,566 128.351 D. 8,785 6.8 ’ ¥ 
Tol., Peor. & War- Coke: 

nea 104,500 I. 27,872 96.7) Allegheny Region, Pa. = — 
Union Pacific..... 1,543,580 1,269,870 1. 273.710 21.6 P » ‘ ° Weetm ° es ° P) Srrrerrrey ° ’ 
Wabash........ . 66,923 17,613 1. 146,310 28.3) SCN a: 77,104 62.886 1. 14,278 22.7 
Wisconsin Valley. 27,228 21,491 I. 5,737 = 26.7 Warten. k... 77443 71,127 1. 6316 8.9 

Week ending Oct, 31: : ; . ,. | Southwest Penn. R.R. 780,875 640,368 |. 140,507 21.90 
Great Western.... $117,280 $86,365 1. =8,915 32.7) pittsburgh Region, Pa. 

Week ending Nov. 1: Se ey 166,479 94,859 I, 71,620 74.4 

: 2 ; 34,001 18.2 ——_  — -—— —- —_ 
vopigtamcdaies ie es Se eee Total coke... ..... 1,143,315 869,240 I, 274,075 31.5 

jrain Movement, 
ite for the ten months in 

For the week ending Nov. 1 receipts and shipments of ecenee pom roy eed boyy 6 

rain of all kinds ‘tit the eight reporting Northwestern mar- *21.585.647 | 1876 15,976,086 
ots and receipts at the seven Atlantic ports have been, in . 13°817.360 1875. sererssesees""** 1°616,626 
bushels, for the past seven years : 14,626,835 | 1874......-..-..-.-+- 16,277,762 

Face Ppateeinhics: vealed AP Atlantic| This year’s shipments will be the largest ever made in one 
Year. receipt Total. By rail. by rail. receipts. | year. 
187. .....3.-424 564 3,385,068 616,814 18.0 3,906,204 y Actual tonnage over the Huntingdon & Broad 
1874... 2,578,641 2.412.374 202,512 12-1 2,255,461 | roy) road for the ten months was: 
1875,.....4,251,118 4,579,686 1,154,484 25.2 3,124,670 ns ee in 
1876. 4,308,747 3,902,672 2,351,914 60.2 4,010,805 18 Si 2 . nc, Or } ~ "4% 
1877 5,071,098 3,827.01! 587,178 15.5  5,435,919| Broad Top coal........... 118,082 1:25, 583 Dd, 7.501 6.0 
1878. 4'893'449 «4.088021 905.027 «22.1 6,262,386 | Cumberland coal......... 145,023 = 134,701. 10,822 7.7 
(1879......7,190,708 4,443,656 1,300,406 31.3 7,481,102) 263,105 260.284 1. 2,821 1] 
The receipts at Northwestern markets for the week are| “"" bie: See d 
| somewhat cualber than for the preceding week, but still! The Broad Top coal is mined along the line; the Cumber- 
‘enormous. Of them 52.3 per cent. was at Chicago, 15.3 at | land is received from the Bedford Division of the Pennsyl- 
| Milwaukee, 10.1 at Toledo, 9.9 at St. Louis, 5.8 at Peoria, | vania Railroad at Mt. Dallas and carried through to the 
| 2.6 at Duluth, 2 at Detroit and 2 per cent. at Cleveland. main line of that road at Huntingdon. . ! 
a|,, The shipments from these markets were a little smaller! Anthracite coal tonnage passing over the Belvidere Divis- 


ion, Pennsylvania Railroad, for the ten months was as fol- 
lows: 


1870 1878. Increase. P. c. 

To Coal Port for shipment. . 22,407 10,976 11,431 103.0 
To South Amboy for shipment. .368,252 356,202 12,050 3 4 
Local distribution on N. J. lines,.278,793 154,970 123.814 79." 
Co.'s use on N. J. lines.... . 77,746 = =70,384 7,362 10.5 
BN dc ccccdchabveles useage 747,198 592,541 154,657 26.1 


Of the total this year 582.268 tons were from the Iehigh, 
and 164,930 tons from the Wyoming Region. 
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The coal tonnage of the Pennsylvania Railroad for the ten | Chicago & Southeastern Rates. | Railroad Company took place to-day. The annual report of 
months ending Oct, 30, was as follows: | ‘The following rates have been adopted on shipments from | the company was read and adopted, and will be presented 
1879. 18758. Increase. l’.c, | Chicago to points in Indiana and Ohio : to the stockbolders on Monday next, at their annual meet- 
Anthracite.. .... 862,584 05,073 257,511 42.6 Ceowtenle. tuiian ai Cinein- | 18 Mr. Garrett announced that the grain blockade at 
Semi-bituminous.. 1,624,928 1,339,871 285,057 21,2 | a : : : ; Locust Point had been overcome. He stated that on Oct. 

Bi j 11446653 1,260,569 OB4 14.8 | Chicago to ville. apolis. Albany. nati. | > h / 
ee: "aos 287 885 22.9 | Eirst-class, per 100 Ibs. 35 cts. 50 ets. 60 cts. 60 cts. | 23, when the rules were adopted, through which it was ex- 
CORD. «6 o 405 0085 ve 3,261,7% 873,872 spr a | Becond-clags, per 100 pected the elevators would be relieved of the large accumu- 
Total 5.005.922 4.079.385 1,016,537 24.9 |, tb8..... ia i ets 30“ | Jations of grain, the company had upon its tracks at Balti- 

al,.... ... 5,005,027 ,079,: ,016,/ ‘ 7 


Tierectens. per 100 more, and upon its lines east and west of the Ohio River, 





The distribution of Cumberland coal tonnage for the ten tbs... veieee nes OM 2 eda aaa | upward of 4,000 loaded cars, containing nearly 2,000,000 
months was as follows: *1 78 ' or Pees, oe 18 6 ” in“ on ws « | bushels, with more than 1,600,000 bushels of grain 
1870. 1878. ne. or . Pc. | py ee tema + ce Sa mf op 6 C| im) «othe «elevators at Locust Point. These cars have 

. , . ‘ «| Fifth-class, per 100 lbs. 124% I 20 20 im a in : 
Ry Bak. 2 yw 2S pe to ete 4 <akteoe As Grain. en: * 10" 4 1216 e 17% “ 1744 * | been relieved. In order to prevent the risk of con- 
“ sat na yo ay — 130 Bee ores L. 9170 “78 Flour, per barrel....... 20“ > ies — * 85 06 **-s| tinued blockade, the company issued orders on Oct, 23, de- 
maerapersien BEN cc eR hee mie _— .——| Lumber, per 100 Ibs... 844 * so 12% “ 12%“ | clining to receive grain at all Western points, to go into the 
Total.... ...... .. 1,249,758 — 1,390,700 D, 140,951 10.1 | Claes =” oe = 4 = = elevators at Locust Point, until their condition would assure 
Local consumption will account for the slight changes in| GlassC) °° 0) | 0 at Prt 35 the rapid handling and delivery of the grain on arrival at 
the totals from those given above, | Glass D.. in car-loads, Baltimore. All the lines having, therefore, been relieved 
Actual tonnage of anthracite passing over the Pennsyl-| per 109 Ibs.......... 9 cts. 13 ets. 15 ets. 15. ets, | from accumulations, and there being no further risk of de- 


vania & New York road for the eleven months of its fiscal| The above rates took effect Nov. 8. Grain and flour rates lays, ve ant A gees s%6 ie. — oo nee eee 
ear from Dec. 1, to, Oct, 81 was: 1879, 796,140; 1878, | are for car-load lots only ; lumber rates for car-load lots, — se yt e We — a expecter ’ oe oo oy 
08,352; increase, 87,788 tons, or 12.4 r cent. The | the car-load to be from 24,000 to 28,000 Ibs. For Class D., | @ opted, that no further embarrassments or delays will oc- 


sources of supply this year were: From Pleasant Valley | 20,000 Ibs. will be considered a car-load. cur during the season. Mr. Garrett has been informed that 
Branch, 29 aoe: State Line & Sullivan road, 44,375: Dela- a very large amount of shipping was on the way to Balti- 
ware. Lackawauna & Western, Bloomsburg’ Division, West-bound Rates. more, and that it was expected tonnage would continue 


B40 4043 4 Notice is given that rates on the special classes of freight | abundant during the remainder of the season, so that prompt 
sr gir vaney ee nied Spach comune ens made in September, will be advanced five cents per 100 ibs. and satisfactory markets and shipments might be expected 
all available sources of supply are being worked to their ut- Pew York oo Seen: nee a 7 — for both wheat and corn.’ 
vig : * ‘ points, beginning Dec. 8. iat is, salt, cement, old rails, ve ea al ‘a ae a ae -F 
mont capacity The raucond clits for shipping coal ar | Kea rll ens, map sec, step iron, splogel eis, pugron, |, Bellaire & St. Clainevitle.The Probate Court of Bel 
weather set in before a rise in the river comes, the coal roads | "4 blooms, which were put into a separate class, Sept. 18, a oe of AR on . f 8 ‘this, — Pe Tt ogy etitic weds sve 3 
of Ohio, Indiana and Kentucky will have heavy work before | With the rate fixed at 25 cents per 100 lbs., from New York Riverside Ire m Com te of Whe sling ‘Ww Va ‘ which io 
them all winter. : to Chicago, will be carried after Dec. 7, at 30 cents, and | hed the iI " ae woh r. An nese e ee oe 
= ss railroad iron, on which the rate w. s made 80 cents, Sept. 18, | @!S yes Ely a aide, oe chamart aiiteieene tateeek”. te 
Petroleum Exports. will be 35 cents Dec. 8. As was established last September, which now has a claim for tenga $1,600 unpaid interest. The 
The exports, in gallons, for the ten months from Jan. 1 to | the rates to the western termini of the trunk lines, will not | 784 is narrow-gauge, and is 64 miles long, from Quincy, O., 
Noy. 1 have been, for eight years: be less than 20 cents on rails, and 15 cents on the articles in to St. Clairsville. 








Year Year. the other class. — Y : Boston, Hoosac Tunnel & Western. — This road 
1872.... «ogame 126,844,845 a 210,509,094 The traffic with above articles has greatly increased of | now has all the track laid on its road from Mechanicsville, 
ERTS Pai ir poet _"" Sereebee oe ee taeane late. Notice of the advance is given so long beforehand, |N. Y., to the junction with the Troy & Greenfield at the 
1874 + reeees MOG MSR IE EAI. ors se eeesreeeee pide because these freights are largely imported from Europe. Massachusetts state line, with the exception of about a mile 
PUD s pos vesscsstnees one-piece Doom tee ean a aR pore nena earl at Hoosic Junction. The Troy & Boston crossings are all 
This year the exports are 18% per cent. greater than last ny Proynies Mowe capt ” . finished, and it is expected that the road will be all ballasted 
year and 10 per cent. greater than in 1877, The result of the “summer packing season” for the eight | and ready for business early in December 
The percentage of the total exports shipped from each port,| months from March 1 to Nov. 1 are reported as follows by . : tole 
has been for four years: the Cincinnati Price Current (number of hogs packed): Boston, Winthrop & Pt. Shirley.—This narrow-gauge 
1879. 1878 1877. 1876. Sl ——— 078, _| road, three miles long, for the year ending Sept. 30 last, 
Maw TOUR cc. c&s chen teuee 71.6 66.7 74 57.2 Per ec. Per ct, | earned $5,146, or $1,715 per mile. The expenses were 
Philadelphia.......+...... a 04 18 one Number. of total. Number. of total, | $6,025, leaving a deficit of $879. The people along the line 
DAMMOPS «055s vsicchs veces Oe ‘ 2. 5.5 | Cincinnati.... P 170,000 4.6 154,517 4.6|have subscribed some $500 to induce the company to kee 
Boston oad L7 0 12 1.1 | Chicago. ... ‘) 2,000,000 55.2 2,017,844 U7 | teins restating Heenan Ge Winter, The edbinety bas 618.- 
| yoo eae pate me . . ¥e « paws : 20.000 8.6 142,000 4.2 | 000 bonded and $8,505 floating debt er 
Portland had ‘ 0, ndianapolis ; 232,000 6.2 312,224 9.3 : 
Norfolk tees 0.1 sees Clevelanct “4 yy : . oo 4 ae Burlington & Missouri River in Nebraska.—On 
- 3nnd -rscntlag —; amyl a mat — se »-° | the extension of this company’s Nebraska Railway, track is 
. Yew 29 * R17 . 9 
N ge ik es , i Ry a sin as Rat Other places’ ; ~ pd ae anya a? now laid to Aurora, Neb., 23 miles westward from the late 
New YOrk 6 ia) . ‘ <= Pils iris tes _" | terminus at York. This line is now 138 miles long, from 
more seems to be losing its export business. Totals. 3,728,321 100.0 3,378,044 100.0 | Nebraska City to Aurora. z 5 
Kast-Bound Rates. While Chicago is still incomparably ahead of any other Canada Central.—A dispatch from London, Noy, 6, to 
By the tariff of Nov. 10, the rates from Chicago are as fol- | Place, it has not increased its summer packing nearly 80|t¢he Toronto (Ont.) Globe says: ** The prospectus of the 
lows, in cents per 100 Ibs, : much as several other places, There was a total increase of | Canada Central Railway has been issued, inviting subscrip- 
So RE A ee 850,277 hogs, but St. suis gained 178,000, or 125 per cent.,|tions for 5 per cent. first mortgage bonds amounting to 
Albany, Buffalo. Cleveland 82,615, or 36 per pac Kansas City $2,988, or | £500,000. The price is placed at £98 10s. per cent. The 
Troy and = Pittsburgh Detroit 33 ber cent., and the aggregate of the smaller packing towns | ponds are redeemable in 20 years, and the Canadian govern- 
New Sehenec- and and | 14%,648, or 63 per cent., while there was a decrease of | ment guarantees the interest. The subscription list closes on 
York. —tady. Oil City. Toledo. | 80,224, or 26 per cent., at Indianapolis, and of 63,379, or 32 | Priday.” 
eee ee Le 12, 110 65 50 per cent., at Cedar Rapids. . 
BOCORE CHAM, » -< «seks erly J = = 4 The shipments of provisions from Chicago for the 12 Carbondale & Shawneetown.—This road has been 
awe * and bxd.mes ta 45 30 25 2g | Months ending Nov. | (when the “winter packing season” leased for 25 years to the St. Louis Coal & Coke Company, 
Grain ; one Se 40 35 ool, 15 | begins) were : which has bought or leased several mines on or near the line, 
to RE a 301g ip Ls 187% 1878 Increase. P,c.|and has begun the building of a lot of coke ovens, The 
we erie see 50 45 27% 221% | Pounds shipped 1,009,018,031 995,204,130 103,724,792 10 4 | lessee also purposes extending the road some 10 miles east 
Fresh beef, owner's risk... 88 83 46 30 The shipments were equivalent to 45,792 full car-loads of ward from its present terminus, to reach additional coal 
me NOQS oes see esereess = 70 40 27% | 24,000 ibs. banks. It now extends from Carbondale, [l.. on the Tlinois 
Cheese. ....-++ 20+ veeeee + BO: neeeee rene tose Central, east 18 miles to Marion. 
Butter, eges and wool..... Oe ts) (Ane ab, oath | 
Asusual, rates on all classes are 2 cents less to Philadelphia THE SCRAP HEAP. | Central Vermont.—The St. Albans (Vt.) Messenger 


and 8 cents less to Baltimore than to New York. To Bos- 2p ON 
ton and New England points (Worcester, Sprig, Bridge- | ong Trains. : 

port, New Haven and Portland), the rates are 5 cents higher | We knew the long trains were coming. Here are some of 
than New York rates except on the first and second classes, | them : 


says: ‘‘ The great lawsuit between the Vermont & Canada 
Railroad egy treaty and the Vermont Central Railroad Com 
pany, which has been upon the docket of the Franklin 
County Court of Chancery since 1855, and has more 





which are 10 cents bigher, One of the longest trains ever seen on the Erie came into branches than even the immortal Jarndyce rs. Jarndyce, 
The butter, cheese and eggs rates apply only to shipments | this station Sunday morning. It consisted of two locomo- | has again come before the Supreme Court for* adjudication, 
to New York, Boston, Philadelphia anh Itimore. tives, 115 cars and a caboose. The engines were Nos. 161, | this time in the form of a_ bill in chancery, the main 


“ 560. The latter is the new mogul from the Susquehanna 
Cotton, shops for the Western Division. 

Receipts and exports at the several sea ports for the two! A train of 94 cars was sent to Burns Sunday for switch 
months of the crop year from Sept, 1 to Oct. 31 have been, | room.——Hornellsville (N. ¥.) Times, Nov. 4 , 
in bales : 


object of which is to settle the priority of the liens 
upon the trust property, or, in short, to determine whether 
the accrued rent due the Vermont & Cunada Railroad, 
} amounting to about $1,500,000, shall be first paid from the 














5 rai f the trust, property, or the receivers’ indebtedness 
A Singular Accident. | avails of Pet PEOPCENY © ! ’ 
econ ag gO a |The kaFayette ind) Courier tes thix sad story: ~ Wash | called, comsiating of oating, deli ammunting to about 
1870. 1878, 1s70, 1878. | Carpenter of this city, at present an engineer on the Wabash | **”: ’ > eee, See ne Se See speared 
New Orleans....... 6206+ 278,72) M05) LIT BOL 45,792 ~ at oy Shieh wi}) | Second equipment bonds, $300,000 and interest; third equip- 
Mobile §2"720 87534 Guo | Toad, met with a most horrible accident and one which will | at honda £1:0000.000 and iihercel:: Bhanatend, Hhofford & 
Charleston....-)..... 2. 168,108 = 197,811 ‘74,843 65.318 | probably render him helpless for life, at Ft. \Wayne lately. | Chambly bonds $444,000 and interest : "Vermont & Canada 
Savannah ...... ....... 247,414 282.526 78,384 88,440 | He was on his engine, about to pull out from the depot, | 7a panteed bonds, 904,000 and interest: income and exten- 
Galveuted.....-meaid 56.4% 173,810 56,640 7,606 | when he detected something wrong with the air brake. The | Cen be és Ay 675.000 \ D ‘ eu . ab o mores ar" 1 “s 
New York... ssc cee vee, 19410 18,301 1:37,504 80.827 | piston rod in the air chamber on the engine refused to work | Ree Wo and interest, en ouneing In all to 

MIOPIAA , «66s eee ee eens 3.40 2 vrmseess saeeess- | freely, and dismounting he unscrewed the brass cap at the | "(7.07 " are a8 ‘ ‘ sd des bie 
North Carolina ads nein code 89,450 41,010 6.520 16,304 end and poured in a quantity of oil, which, coming in contact | ,, The or ators in this bill are the ¢ entral Ver mont: Railroad 
ONUOE s . vos ccacceteveral 77,085 139,114 42,490 32.383): , vs La | Company, representing %1,200,000 of the floating debt; C. 
Other ports........ -.5- 39,263 15,477 57.069 36,386) ith the hot metal, soon reached the boiling point. Still, | H.C erse. of Bost vad 1 James R. I vel f Montpelier 
) Ce 5 ane ate Paka 2 07 J Seve Diath «et however, the machine refused to work, and he bent down I sone ck canines Teenie cask notes aad blelnealon 

a Gon hak Pn nae - ~ - : os f << ona ed 4 . |re "ese y rst © > 1s ! . 2 2» ns 
4 POGAl..<.ss od ivlakes tae 1.222.035 1,005,355 590,769 415,444 Oy ae memento Molla — eS =. bonds; B. P. Cheney and James W. Emery, of Boston, repre 
The percentage by each port is : forward. drove ti ? holling, sectlie oll atrediin’ { ® | senting Stanstead, Shefford & Chambly bonds; J. W. 
~-—-Receipts, —~ Exports. SF WOrG, Grove the Wisse Of HOliNg, SeStMNE OF SHTAIENS Into | Emery, representing second equipment bonds; Ralph Day 
1879 1878. 1879 1878, | the unfortimate man’s face. The skin of his forehead peeled | °' ye} i 2h» vail ot Mi Mf : 
. 78, 7 78. Merge . 2 a er yearly: «Gay dps . : and Estes Howe, of Boston, Oscar J. Vail, of Montpelier, re- 
Now Orteans. ...2.1 ssserrerres 32.8 91 bath Renee nes ans Cronpen Tne 8 WES Over. tex nee avert presenting third equipment bonds; T, H. Perkins, of Boston 
WROWIND «na ssssccdckinedieteeetre 7.6 %.7 aus 1,6 | of his companions, who witnessed the accident, rushed to a | =a ; 2 ET gg on ag © eg 
Charkewton. 26. ie chee eves 13.8 197 12.7 15.8 | boarding house near by, where medical aid was summoned. | and comes Se nee, of Nomtveles, represe ry mggnone 
Savannah 28.1 13.3 1.3 | The eyeballs are out of their sockets, and it is donbtful if he | teed bonds; T. H. Perkins and B. H. Deming, of Boston, anc 
Galveston é 17.3 0.6 9.0) will ever see again.” | Lansing Millis, of Boston, representing income and extension 

Nee TOO 0:05 cnudenceheeeha wake 6 1.8 od 20.8 : — bonds 

ne A "a ; 0.9 1s + . * The defendants set up in the bill are the Vermont & Can- 
one ateencee Ry 1. rd OLD AND NEW ROADS, | ada Railroad Company, the Vermont Central Railroad Com- 
Other norta..... ..... ‘ : > v7 8B : ee — : : _. | pany, John Gregory Smith, Worthington C. Smith and Jo- 
re a ORR ST ARS es hee pe “| Atlantic & Gulf.—Mr. H. B. Plant, of Augusta, Ga., | seph Clark (now dead), trustees of the first-mortgage bonds; 
Total. .issebeseec sees ’ 100.0 100.0 100.0 | who ponent os proce the recent npn ae sale, is rer 7 | Estes Howe, of Cambridge, Mass., and James H. Converse, 
vod | Pepresent a combination now owning most of the consolidated | of Boston; Francis A. Brooks and Otis Drury, of Boston, and 
Nha ee ine was nearly destroyed | mortgage bonds, No announcement has been made of the| —, D, Mandell, of New Bedford, Mass.: Judith W. An- 


; rs’ intentions as to the reorganization or future | drews, George Bemis, Seth Bemis, Peleg W. Chandler and 
The Gulf ports altogether received 43.2 per cent., and ex- | DEW Owners i : : drews, ae us, } 8, Feleg W. 
$ management of the road, further than the statement that no | William Sohier, of Boston, holders of the first and second 
pe ust yer. cent of the whole thi year, against 30.1 and | changes in the officers in charge are to be made at present. bonds.” 
The New York receipts (primary receipts: cotton received | Baltimore & Obio.—The grain business at Baltimore | A a vw. _ been in progress for several 
at one port and shipped thence to another, is credited only | has been so large this year that the facilities for handling it | “@yYs ®*! —_ ee Se ee eee ae Ney sas ws 
to the port where first received) are trifling, but. its exports | ave not sufficient, and this company has begun to build a new | P@rently, the present case turns, is whether the interest 


unusually large. elevator with a capacity of 2,500,000 bushels. It will stand | “POP the so-called trust debt is to be considered a part of 
Lake Superior Iron Ore Shipments. near the other elevators, on the water front of the Locust the acon te y a anes of png ea and pai re deducted .~ ‘ 
Shipments of iron ore {om the Lake Superior region from | Point yard. ‘The foundations are now being put down, and somahinaed nipeages a ee ore ony net nonme al - 
the Oneal of navigation up to Oct. 29 one as follows, in | *8e,elevator is to be ready for use uext spring. — os aah the Ox Racy Son Ic “a pay Sve i sie the : 
Pet & P sansa , The caving in of the Pinkerton tunnel on the Pittsburgh | | ®”0ce . dake Se i with ye sont oF the ~eert a: 
1879 1878. Inc. or Dec . | Division, caused by the burning out of the timbering, | * Seraat . vd th aie on with bux — os me. parties = 
From L’Anse..... ... 37.900 36,106 1. 1,884 5,8 | stopped through traflic for several days. The blockade was | pa teins » aN VE ¢ ey cannot now 0 oa A 4 a pay ment ot 
* Marquette...... 484,256 498,186 D. 13,930 2.8 | relieved by building a temporary track 154 miles long around | interest upon it asa necessary part o “? — expenses. 
Escanaba...... 639,804 412,177 I. 227,717 . 55.2 the mountain, over which trains began torun Nov. 6. The | A large number of counsel are to be heard in the case, and 





alias Cid. A, ere temporary road is considerably longer than the line through | the decision of the Court will probably not be rendered for 
pecs ah reseesd pit per wer I, ee ree Ge tunnel, but has no heavy grades, aud traf can be car- | Some time. 

e nerease in shipments from Escanaba on as usual, e tunnel wi widen or double 3 . i ont i 
due chiefly te the ope of the mines in the Manomines track, and will bearched with brick. Peon a tte ang ap oat a Tae alll bee re s 
Range, and has, eo he » been made atthe expense of| A dispatch from Baltimore, Nov. 12, says: ‘‘The regular | once. The road will be 26 miles long, from Gordonsville, 
the two Lake Supe: or ports. monthly meeting of the directors of the Baltimore & Ohio | Va,, to Orange Court House, and it is intended to make a 
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new line for the Virginia Midland road, where. it now uses 
the Chesapeake & One aoke 


Chicago & Northwestern.—Track on the new Chicago 
& Dakota proprietary line is now laid to Volga, Dak., 
miles beyond the late terminus at Late Benton, and 71 miles 
westward from the junction with the Winona & St. Peter 
at Tracy, Minn. Trains will soon run to the new terminus. 


Chicago, Bellevue, Cascade & Western.—This road 
is now completed and opened for traffic to Zwingle, Ia., six 
miles westward from the late terminus at La Motte, and 18 
miles from the junction with the Chicago, Clinton, Dubuque 
& Minnesota, at Bellevue. 


Chicago, Rock Island & Pacific.—The tracks of the 
main line of this road and of the Keokuk & Des Moines 
Division run nearly parallel from Mitchellville, Ia., to Des 
Moines, some 16 n ies. It is stated that the track of the 
Keokuk & Des Moines Division is to be changed, so as to 
make a junction with the main line at Mitchellville, and that 
six miles of track, from that place to Altoona, will be 
abandoned. 


Cleveland, Tuscarawas Valley & Wheeling.—This 
company is laying new iron on its track on the north end of 
the road, where traffic is heaviest. The best of the old rails 
will be used on the extension from Uhrichsville to Bridge- 
port, where tracklaying is now in progress. 


Flint & Pere Marquette.—Holders of consolidated 
bonds are notified that they must deposit their bonds with 
the Purchasing Committee by Dec. 1, if they desire to join in 
the reorganization. 


Gulf, Colorado & Santa Fe.—Since the completion of 
the Brazos River bridge, the work on the extension from 
Richmond, Tex., to Brenham has been progressing fast. The 
track is reported down to a point 15 miles westward from 
Richmond and 79 miles from Galveston. 


Illinois Central.—The Traffic Department reports the 
earnings for the month of October as follows: 


1879. 1878. Increase. P. c. 

In Illinois............. ...$580,244 $506,751 $73,493 14.5 
In Iowa (leased lines)...... 170,832 148,089 22,743 15.4 
BE ove tesa te $751,076 $654,840 $96,236 14.7 


During October, 1879, the land sales were 3,160.50 acres 
for $19,375.88, and the cash collected on land contracts was 
$16,072.97. 


Lake Erie & Western.—It is announced that this 
company and the LaFayette, Bloomington & Muncie are to 
be consolidated, the new company retaining the name of 
Lake Erie & Western. The consolidated company is to as- 
sume all the debts, issue its stock share for share for the 
present Lake Erie & Western stock, and issue four shares 
of its stock for each share of LaFayette, Bloomington & 
Muncie stock. The consolidated company will have then 
the following securities : 
es GR BID NE Ws 5.00 0b cnccccnesacdenak aaeenas 
First-mortgage bonds, 6 per cent, ($11,790 per mile)... 
Income bonds ($6,789 per mile) 


7,000,000 
4,315,000 
2/485,000 


$13,800,000 

The absolute interest charge, the interest on the income 
bonds being contingent only, will be $258,900 yearly, or $707 
per mile of road. The consolidated company will own a main 
line from Fremont, O., to Bloomington, IIl., 356 miles, with 
a branch 10 miles long to Minster in Obio, making 366 miles 
in all. Of the main line 40 miles, from Ft. Recovery, O., to 
Muncie, Ind., are still unfinished, though this section is all 
graded, with the track now being laid. 


Lake Shore & Michigan Southern.—Railroad 
companies, like families, must ‘‘clean house” and get rid 
of the rubbish now and then, if they would keep things in 
proper order, The Cleveland (O.) Herald says: 

‘““At the ticket office of the Lake Shore & Michigan 
Southern Railroad in the Union Depot the managers are 
taking stock of all of the tickets now in the possession of the 
company at Cleveland. This has not been done since 1868. 
The crates and bales of tickets are piled around in dire con- 
fusion, while the clerks are busily engaged in checking and 
counting them. There are enough tickets there to take every 
man, woman, and child outof Cleveland and distribute them 
over the Union. A great many thousand of old unused 
tickets will be destroyed. 


Total ($37,705 per mile) 


Louisville, New Albany & St. Louis.—The track on 
the extension of this company’s road eastward toward New 
Albany is now laid to Francisco, Ind., 814 miies from the old 
terminus at Princeton, and 37'¢ miles from the western ter- 
minus at Albion, Dl. 


Macon & Brunswick.—Pursuant to notice, the lease of 
this road was offered at public competition at Macon, Ga., 
Nov. 6, by the Governor of Georgia. Five bidders appeared: 
Julius L. Brown, of Atlanta, representing several parties in 
that city, and, it is said, the Nashville, Chattanooga & St. 
Louis Company; H. IL. Kimball, of Atlanta, representing 
the parties who have just bought the Atlantic & Gulf road: 
Mr. Stanton, well known as the builder of the Alabama & 
Chattanooga, who represented Boston parties; Mr. Hazle- 
hurst, representing several parties in Brunswick and New 
York, and Judge Gresham, representing a combination of 
stockholders in the Central Railroad, of Georgia. Before 
the bidding a protest was offered on the ground that the sale 
had not been advertised as long as required by the law au- 
thorizing the lease. 

The Governor, however, decided to receive bids, though 
several of the parties withdrew, on the ground that they 
were not safe in bidding under the circumstances. The bid- 
ding, when it began, was active, and the offers ran up 
until Dr. Flewellen, for the Central Railroad party, offered 
#176,000 a year, and Mr. Paine, who had been put up by 
some of the other parties, offered $176,010, When this was 
reached, the time allowed for the sale had expired, and each 
of the bidders claimed that his offer should be accepted. The 
Governor finally refused to receive either, and, dodeetie: the 
sale incomplete, adjourned it for 45 days, 


Michigan Central.—This company has contracted with 
Mr. Thomas 8. Hall to place his automatic electric signals 
on its road at Jackson station and through the Jackson yard. 
The block system will extend on the main line from Deyo’s 
Crossing east of Jackson, to the Grand River Valley junc- 
tion west of the station, and will cover all the crossings and 
dangerous points there. 


Manhattan Elevated.—This company reports earnings 
and expenses as follows for October, the first month in which 
it has worked all the elevated roads in New York : 


Net Per. ct. 

Earnings. Expenses. earnings. of exps. 

Third Avenue Line........ $201,069 $74,990 $126,079 37.31 
Sixth Avenue Line........ 148,038 61,814 86,224 41.77 
Ninth Avenue Line........ 24,068 15,876 8,192 66.15 





$373,175 $152,680 $220,405 40.93 

The gross earnings show an increase of $42,016 over those 
for September, of which $16,333 came from the Third 
Avenue Line ; $23,220 from the Sixth Avenue, and €2,463 


from the Ninth Avenue Line. The high percentage of ex- 
mses On the Ninth Avenue is due to the reconstruction now 
in pro; 


gress, 
e number of passengers carried for the month was as 
follows : 


At 10 cts, At 5 cts Average 

fare. fare. Total. fare. 
Third Avenue....... 1,268,887 1,481,948 2,750,835 7.306 
Sixth Avenue........ 1,073,541 797,322 1,870,863 7871 
Ninth Avenue ...... 139,374 97, 337,198 7.061 
All lines......... 2,481,802 2,477,094 4,958,896 7.502 


The great excess of travel in the four hours daily in which 
5 cents fare is charged is shown by the fact that very nearly 
one-half—49.957 per cent.—of the whole number of passen- 
gers were carried at the lower rate. 


Mobile & Northwestern.—This company is at work on 
an extension of 1% miles from Jonestown, Miss., the present 
terminus, to Clarksdale. This will make tie road 29 miles 
long from its terminus on the Mississippi opposite Helena. 


Monson Branch.—It is proposed to build a short line 
from Dexter, Me., to the Monson slate quarries. It is thought 
that if the slate men will build the line, the Maine Central 
| will lease it at a reasonable rent. 


Nashville & Florence.—This company has already se- 
| cured stock subscriptions to a considerable amount along 
| the line, and is trying to secure more in Nashville. ‘The pro- 
posed line is from Columbia, Tenn., on the Nashville & De- 
catur road, westward to Mt. Pleasant, and thence south b 
west to Florence, Ala., about 70 miles in all. The line J 
about 15 miles west of the Nashville & Decatur at Mt. Pleas- 
ant, and gradually diverges westward, to some 40 miles dis- 
tant at Florence. It passes through a good country, well 
settled, and strikes some valuable iron-ore banks near Law- 
renceburg. 








Nashville & Tuscaloosa.—Track on this road is now 
laid to Graham, Tenn., 21 miles southward from the start- 
ing point at Dickson station, 40 miles west of Nashville on 
the St. Louis Division of the Nashville, Chattanooga & St. 
Louis road. 


New Jersey Southern,—It is reported that this road, 
now controlled by the New Jersey Central, will build a 
branch line from some convenient point on the Southern 
Division—either Atsion or a point east of Vineland—to Cape 
May, with a view of securing some of the business there and 
of cultivating New York travel to that summer resort. 
From Atsion the distance is about 55 miles; from near Vine- 
land, about 45, in either case over a country where a railroad 
ean be cheaply built. Cape May was the terminus intended 
by the original projectors of the Southern road, 


New York Elevated Railroads.—The New York 
Times of Nov. 7, says: ‘The statement that the West Side 
elevated road from the Battery to Harlem River is com- 
pleted and will be open to the public in a few days, is pro- 
nounced by Vice-President Guilford to be premature. He 
says that he expects that portion of the line to be finished 
some time during the present month, but not before the 15th 
}or 20th, The new stations will be at One-hundred and 
| Forty-fifth street and at the terminus. Work is bein pushed 
jon the Ninth and Second avenue lines, and it is hoped to 
| complete them both—the latter to Sixty-seventh stre@t—by 
| the Ist of January, when the Second avenue road and the 
| branch to the City Hall will be simultaneously thrown open 
| to travel. On the Ninth avenue line the old station at 

Liberty street has been abandoned and a new one is to be 
| built at Cortlandt street. Just below this station a ‘ pocket ’ 
| will be placed, where the trains will be madeup. The buil 
| ing owned by the Loan & Improvement Company on Green- 
| wich street, below Morris, is to be torn down, and the 
| tracks of the Sixth avenue (formerly Metropolitan) line are 
| to be continued down until they join the Greenwich street 
|road, The trains on the Sixth avenue line will then be made 
| up at the Battery, and passengers boarding them and desir- 

ing to go to any station on the Ninth avenue road will be 
| transferred at Morris street. It has been determined to run 





| the trains of the Ninth avenue (formerly New York), line | 


| through to Fifty-ninth street, and at that point a transfer 
station is to be built, where passengers desiring to go further 
| north will be transferred to the cars of the Metropolitan 
|line. The up and down trains on the New York line will 


run on the west side of Ninth avenue above Fifty-third | 
| street, and those of the Metropolitan road on the opposite | 


| side. The Second avenue structure 1s nearly complete as 
| high as Sixty -fifth street, and the foundations for the pillars 
| have been laid all the way to the Harlem River. 


| Bowery has been torn down preparatory to carrying the 
| structure over the sidewalk at that point, The foundations 

are finished, and the work of connecting the two east-side 
| roads will soon be begun. The iron-work of the joint depot 


/ at the place of juncture is nearly finished, and it will not | 


| take long to put it together. 
‘The Manhattan Company have, during the past week 
| extended to all the roads under their control the system of 
selling ten-cent tickets in quantities to suit, which was form- 
erly confined to the Metropolitan line. 
longer necessary for patrons of the New York lines to pur 
chase tickets every time they wish to ride. The company 
| has also adopted the plan of permitting school children to 
ride to and from their homes at all hours of the day for five 
| cents fare. 
card on one side of which the superintendent of his or her 


1. | 


The build- | N 
ing at the junction of Catherine and Division streets and the | 


It is consequently no | 


Any such child may obtain on application a | 


school is expected to certify to the fact of the applicant’s | 


scholarship, and is to write the latter’s residence and the 
location of the school. This is to be returned to the company, 


who will indorse on its back an order to the station agents | 


at the two terminal stations—nearest the school and the 
residence—an order to pass the bearer for five cents, and it 
will then be good so long as used for ee indicated. 
“The West Side & Yonkers Railway Company, who were 
granted a charter by the first Board of Rapid Transit Com- 
| missioners, have made surveys and plans for about a mile of 
their road from the terminus of the Manhattan Railway 
Company at One Hundred and Fifty-fifth street to the depot 
of the New York & Northern road at High Bridge. 
plans provide for a double-track road, one mile in length. 
The Harlem River is to be spanned by a draw-bridge, with a 
draw 300 feet in length, making it one of the longest double- 
track draws in the world. The Spuyten Duyvil Branch of 
the Hudson River road is to be crossed by a handsome iron 
bridge.” 
New York, Lake Erie & Western.—This co ny’s 
August statement, coming by way of London, as usual, is as 
follows : 


1879. 1878. Ine. or Dec. P.e. 

Gross earnings... .$1,450,222.78 $1,445,929.08 I. $4,293.70 0.3 

| Expenses. ... 858,085.50 876,125.51 D. 17,140.01 2.0 
Net earnings..... $591,237.28 $569,803.57 1. $21,433.71 3.8 

- | Per cent. of exps 50.24 60.59 D. 1.35 2.2 


The net earnings for the eleven months of the present fiscal 
year ending Aug. 31 show a total decrease of $323,196.18, 
as compared with those of the same period in the preceding 
year. 





An order lately issued requires all trains to come to a full 
stop before crossing a draw-bridge. The occasion of this or- 
der is the late draw-bridge accident on the New York & 
Greenwood Lake road; and it is the renewal of a regulation 
formerly in fc ree on the road. 

Work is now actively in pro on the new passenger 
station in Jersey City. The main building, which will con- 
tain the ticket office, waiting-rooms, etc., has the frame all 
up, and will be inclosed in another week. It is close to the 
ferry-house and cannot fail to be a great improvement on 
the rickety and dirty shed which has served for a depot for 
several years. The new station is of wood and isa te 
building only, not being expected to last more than two or 
three years, or until the company can build a suitable per- 
manent structure. 


Oakland & Cumberland Mountain.—This company 
has filed articles of incorporation in Tennessee. The office 
is at Oakdale Iron Works, in Roane County. John G. Scott, 
F. H. McClung, C. Powell, James Sevier and D, A. Carpen~ 
ter are its incorporators. 


Omaha & Northern Nebraska. —It is reported that an 
agreement has been concluded for the consolidation of this 
company with the St. Paul & Sioux City. "This road was 
formerly the Omaha & Northwestern ; it was sold under 
foreclosure last year and bought by the bondholders, who 
organized the present company. It is now completed from 
Omaha, Neb., northward to Tekamah, 47 miles, with an ex- 
tension of 10 miles under construction. An additional 40 
miles would complete the road to Sioux City and give the 
company a continuous line from St. Paul to Omaha, about 
865 miles long. It is said that the consolidated company 
will be named the St. Paul, Sioux City & Omaha, 


Pacific Railroads and the Government,.—A dispatch 
from Washington, Nov. 12, says: ‘ Vice President Hunt- 
ington, of the Central Pacific Railroad Company, in paying 
$220,000 to the government in accordance with the pro- 
visions of the Thurman act, entered a formal protest against 
the payment, and intimated that his company would make an 
effort to have the act repealed or modified, and in the 
mean time would present another case to the Supreme 
Court in the hope that the court would give the compan 
some relief against what he styles ‘The unjust and compul- 
sory legislation of Congress.’ The payment made to-day 
was on account of the company’s indebtedness for the six 
months ending Dec. 31, 1878, and of the amount paid to-day, 
$180,000 goes to the sinking fund established by the Thur- 
manact. The Central Company still owes the government 
about $600,000 on account of the half-year ending with 
December last.” 


Pennsylvania.—For some years past all express trains 
between New York and Philadelphia have been run to and 
from West Philadelphia, only local trains being run over the 
Amboy Division between Trenton and Camden, This fall, 
howe ver, the company puts on two express trains daily run- 
ning over the Amboy Division to Camden and reaching 
Philadelphia by the ferry to Market street. This is done to 
accommodate business men and others in the lower part of 
Philadelphia, to which the Market street ferry is very con- 
venient, 

The new cut through Bergen Hill near Jersey City is now 
nearly finished from the west end to the point where it 
crosses the old cut, near its centre, and considerable 
progress has been made on the work from the east end, _ It 
will have none of the sharp curves of the old cut, be- 
ing a tangent from the long eurve at Point of Rocks to the 
curve at Marion station, and, when completed, will allow a 
considerable increase in the speed of trains. 


Philadelphia, Newtown & New York.—This road 
has been transferred to the Philadelphia & Reading Com- 
pany, that company receiving a majority of the $1,200,000 
| capital stock, and in return guaranteeing the interest on the 
$700,000 first-mortgage 6 per cent. bonds which constitute 
the funded debt. The road now extends from Erie avenue 
Philadelphia, to Newtown, 22 miles, and has been workec 
| by the Pennsylvania under a temporary contract, its trains 
running to the West Philadelphia depot. Only ten days no- 
tice is required to terminate the contract; it has been given, 
| and, as soon as the ten days expire, the Reading will take 
| possession, and trains will run to the depot at Ninth and 
| Green streets. 
| The road is said to be doing a paying local business, The 
object of the Reading in securing it, it is said, however, is 
| not the business it now does, but the fact that by building a 
connecting line from Tabor station on the North Penn Divi- 
sion to Olney, about a mile, and extending the road from 








Newtown to Yardleyville, the line to New York can be 
| shortened some three or four miles. To do this, however, 

would bea pretty expensive job, as some work would doubt- 
less also be needed on the existing line, and it would make 
| the costly line from Jenkintown to the Delaware compara- 
tively useless. It may be that the control of the local traffic of 
la road, which must somewhat interfere with that of the 
North Penn Division, has been sufficient inducement for the 
lease, added to the possibility that the Pennsylvania might 
be able to use the road in a hostile way. 


Pittsburgh & Western.—The Pittsburgh terminus of 
this road has heretofore been at Etna station, on the West 
Pennsylvania Division of the Pennsylvania road, five miles 
|from Allegheny. Work has been in progress on the exten- 
sion into Allegheny for some time, and last week the track 
was laid :o that trains could run to the new station. This 
extension makes the road 35 miles long, from Allegheny to 
Zelienople. It was known until lately as the Pittsburgh, 
New Castle & Lake Erie road. 


Quebec, Montreal, Ottawa & Occidental.—One of 
the chief measures proposed by the new_ ministry of the 
Province of Quebec, is the sale of this road to the Dominion 
of Canada. It is not certain, however, whether the Domin- 
ion is ready to take it, 


Rhode Island & Massachusetts.—It is proposed to 
extend this road from Franklin, Mass., its present terminus 


| north by west six miles to Metcalf station on the Milford 


These | 


Branch of the Boston & Albany. 
shows an easy route. 


A preliminary survey 


St. “Clairsville & Northern.—The preliminary survey 
of this road has been completed. It is to run from St, 
Clairsville, O., to a point on the line of the Cleveland, Tus 
carawas Valley & Wheeling extension to Bridgeport, and 
will be about four miles long. 


St. Louis, Kansas City & Northern,—On the night of 
Nov. 9, the west span of the St. Charles bridge over the Mis- 
souri on this road, gave way asa freight train was crossing 
it, and 17 loaded stock cars with the caboose fell 80 feet into 
the river. The bridge did not break, apparently, for the 
whole span went down with the cars upon it. and laid hori 
zontally just adjoining the piers. The trusses were, of course, 
pretty well broken up by the fall and the cars wrecked, Two 
brakemen and two drovers who were in the caboose, were 
killed ; two other drovers were hurt 
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nedy and Semuel Thorne, trustees, for $8,C00,CCO, has been 
placed on record in Minnesota. A first mortgage for the 
same amount had previously been recorded. , 


Saginaw & Mt. Pleasant.—The tracklaying on_this 
road is completed, and it wa; to b3 opened for traffic Nov. 
15. Itisa nee road, extending from Colemar, 
Mich., on the Fiint & Pere Marquette , southwest” to 
Mt. Pleasant, a distance of 144 miles. Itis nearly level, 
and has but few curves, and has not been an expensive road 
to build, the laid with 85-lb. steel rails, being 
about $7,000 mile. A part of the line is through a 
dense forest of hard wood. 


Securities on the New York Stock Exchange.— 
The following securities have been placed on the lists at the 


New York Stock : 
6 per cent, bonds, 


Baltimore e Ot 95.000,000 
Parkersburg Branch 
Chioa <4 ‘Milwaukee & St. Paul,—First-mo: Daven- 
& Northwestern Division bonds, $3,000,000, 
Chicago & Northwestern.—Sinking fund 6 per cent. bonds 
of 1879, $2,400,000, 
indians, Bloomington & oe h poe 
ferred first mortgage bonds, : first-mortgage 
ds, $3,500,000; @ bonds, $1,500,000. 
Louisville, New ‘Albany & Ghicago.—Stock, $8,000,000. 
Michigan Central.—New 6 per cent. bonds of 1909, $1,000, - 


( Yregon Railway & Navigation,—Stock, $6,000,000; bonds, 
$6,000,000, 

Philadelphia & Reading.—Common stock, $32,726,375, 
preferred stock, $1,551, ; bonds, $72,501,027. Farmer’s 
Loan & Tiust Compe ny, tegistrar in New York 


in the lease held by Simon Cameron and some other Northern 
stockholders by Col. E. W. Cole, President of the Nashville, 
Chattanooga & St. Louis Company. Mr. W. T. Walters, of 
Baltimore, retains his interest. Col. Cole, it is stated, now 
| holds the controlling interest in the lease, but it is also stated 
that no change in the management is intended, nor will any 
attempt be made at discrimination against any connecting 


deed, requires that the lessee ‘company shall treat all con- 
necting lines impartially and exchange business on equitable 
terms. 

The transfer of the controlling interest caused some excite- 
ment at Cincinnati, where it was considered as an attempt 
to control the road in the Nashville, Chattanooga & St. 
Louis interest, as opposed to the Cincinnati Southern. In 
answer to a dispatch from the Southern trustees, Ex-Gov. 
Brown, President of the Western & Atlantic Company, as- 
sures them that no hostile action is intended, and that no 
change in the policy of the company is expected. 


Wheeling & Parkersbuarg.—A preliminary organiza- 


build a narrow-guage road from that city, south by west, 
down the east bank of the Ohio River to Parkersburg, a dis- 
tance of 74 miler. The project has been under discussion for 
some time, the moving cause being the long-continued low 
water in the Ohio, and the increasing uncertainty of that 
river as a channel of transportation. 


Wisconsin Valley.—This company offers to its stock- 
holders $175,000 new 7 per cent. bonds to be used in extend- 
ing the road from Wausau, Wis., northward to Jenny, 17): 
miles. They are offered at 90, and the proceeds, with some 
county bonds voted in aid of the road, will be sufficient to 


St, Paul, Minneapolis & Manitoba.—Stock, $15,000,000; | build it. The bonds are secured by a first mortgage on the 


first-mortgage, 6 per cent, bonds, $8,000,000; second-mort- | 
gage bonds, $8,000, . 

Vabash, St. Louis & Pacifie—Common stock, $20,000,- | 
000; and preferred stock, $20,000,000. 


Selma & Gulf.—Notice is given by Jobn W. Lapsley, 
Trustee, to the holders and owners of what are termed the 
‘‘ first-mortgage state-indorsed bonds of the Selma & Gulf 
Railroad Company,” that the railroad and other oapeets of 
said company was sold for $120,000, and that, after paying 
all preferred claims, there will remain in the hands of the 
Court about $50,000 to be distributed pro rata among the 
holders of said bonds who shall present and prove their 
bonds before March 1, 18890. 


Shenandoah Valley.—The extension of this road from 
Shepherdstown, W, Va., northward to Hagerstown, Md., has 
been finally located and contracts will be let as soon as the | 
right of way can be secured, The distance is about 18 miles, 
and the extension will give the road a connection with the 
Cumberland Valley and the Western Maryland roads at 
Hagerstown. 


Southern Pacific.—Work on the grading and track- 
laying eastward from the ‘summer terminus at Casa Grande, 
Acizona, has been resumed, The company has been for 
some time sending material forward, and the working force 
is ready. 


Springfield, Jackson & Pomeroy.—The purchasers 
of this road at the recent foreclosure sale have organized the 
Springfield Southern Railroad Company. The articles of 
incorporation of the new company provide for its extension 
from the present terminus at Jackson, O,, south by east to a 
point on the Ohio River oppositg Huntington, W. Va., the 
terminus of the Chesapeake & Ohio road, The new company 
will also change the road from 8 ft, to standard gauge, | 
This change will be made as scon as the necessary prepara- 
tions can be completed, and work on the extension will also 
be begun soon. 


Stellaville Branch.—It is proposed to build a railroad 
from Stellaville, in Jefferson Gounsy, Ga,, to Harlem or 
Dearing on the Georgia road. The distance is about 20 
miles, and no heavy grading would be needed. 

Texas & St. Louis.—The track on this road is now laid 
to Sulphur Fork, Tex., 30 miles southwest from Texarkana. 
The tracklayers were, at last accounts, waiting the comple- 
tion of a bridge there to resume work toward Mt. Pleasant, 
to which point nearly all the grading is done. No regular 
trains are run as yet, but freight trains are sent out as re- 
quired, and the road is now bringing cotton to Texarkana 

rom several points on the line. 


extension. 
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The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 
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Col, & Hocking Valley......... ee 
Pennsylvania & New York..... 202 








Tioga & Witliamsport.—It is proposed to connect the 
coal region of Tioga County, Pa., with the Pennsylvania and 
the Reading systems by building a railroad from Antrim, the 
terminus of the Corning, Cowanesque & Antrim road, into | 
the Pine Creek Valley and down that stream tothe West | 
Branch of the Susquehanna at Jersey Shore, thence down 
the West Branch to Williamsport. The distance is about 40 
miles through a rough and difficult country, but the Pine 
Creek route is said to be entirely practicable. Part of it was 
surveyed several years ago by the Jersey Shore, Pine Creek | 
& Bulfalo Company. 








Union Pacitic.—This company is now building several | 
branch lines in Nebraska, intended as feeders and to open up | 
lands for settlement. The Omaha & Kepublican Valley road | 
is being extended westward some 10 miles, and grading is | 
in progress on a branch 58 miles long, from Valparaiso to | 
Beatrice, on which also tracklaying has been begun, The 
Omaha, Niobrara & Black Hills road is now nearly all 
graded fron Jacksor, on the Union Pacific main line, north | 
48 miles to Norfolk, and track is to be laid this year This | 
line is also to have a branch 32 miles long, to Albion. | 
Another branch is also being graded from Grand Island, on 
the main line, northward to si. Pau), 22 miles. 
Vernon, Greensburg & Rushville.—This company | 
has closed a contract with Col. Horace Scott, of Louisville, | 
Ky., to build the road froia North Vernon, Ind., north by | 
east through Greensburg to the north line of Decatur County. 
The distance is 81 miles, and the work is to be done by Nov. | 
1, sone. . ‘ol, Seott will begin work as soon as the road can | 
% located. 


Wabash.—On the night of Nov. 11, three spans of the 
bridge over the Ulinois River at Meredosia,Ill., were blown 





Columbus & Toledo.... 

Concord..... okie Pensacola & Perd’do........... B48 
Concord’ & Claremont a6 Philadelphia & Reading........ 39 
Connecticut Minor Railroeds,. 492 Phila., Wil. & Baltimore son ae 
Conn, & Passumpsic Rivers....4¥2 Pitts., Cin. & St. Louls.......... 205 
Connecticut River ; 66, 602 Pitts.. Ft. W. & Chi. (Penna. Co.) 
Cumberland Valley............. 56 211, 218 
Dakota Southern serves eve» 66 Pitts , Titusville & Buffalo...... 206 
Davenport & Northwestern 479 Pitta., Wh. A Ky.........ccceccsrd 562 
Dayton & Southeastern 106 Portlend & Ogdensburg Segue 
Delaware........ ceesseee 54 Providence & Worcester....... 202 
Delaware & Bound Brook..... 248 Pullman Palace Car Co.... 517 
Delaware & Hudson Canal..... 275 Quebec, Mont., Ott. & Occi...... 422 
Del., Lack. & Western .. 77 Richmond & Danville...... a 
Detroit & Bay City............+. 348 Richmond, Fred, & Potomac... 78 
Detroit, Lan. & No...........+0 304 Rock Island & Peoria........... 248 
Delaware Western........ -. #2 Rome, W'town, & Ogdensburg. 247 
EKastern.... eses o MEE . PUUEEIID a) oun sesncnseescess) seuss GOD 
East Tenn., Va. & Ga .. 602 St. Joseph & Denver City....... : 195 
Eel River,....... yaw 166 St. Louis, Alt. & Terre Haute .. 445 
Er'e & Pittsburgh (Penna. Co,),. 218 St. Louis Bridge & Tunnel...... 468 
Evansville & Terre Haute.. 58% St. Louls, lron Mt. & Southern, 180 
Fitchburg... jes -seeee 24 St. Louts, Kan, City & Northern 192 
Fliat & Pere Marquette ... 306 St. Louis & San Francisco..... 41 
Galv., Houston & Henderson.. 78 St. Louis & Southeastern....... 204 
Georgia......... ssseeeeseess O04 St. Louts, Van, & Terre Haute.. 78 
Grand Rapids & Indiana... 468 St. Paul & Duluth .............. 410 
Grand Trunk...... soeeeeted, GOL St. Paul & Sioux City........ .. 480 
Great Western, of Canada.278,6 2 Sandersville & Tennille........ 446 
Hannibal & St. Joseph.. . «++ 152. Scioto Valley........... ee 
Hartford, Prov. & Fishkill .... 122 Sioux City & St. Paul....... .. 460 
Havana, Rantoul & Eastern. .. 232 South Carolina.................. ive 
Housatonic. ... é ...-- 152 Southern Central............... 248 
Houston & Texas Central...... 806 Southern Minnesota .. --. 422 
Hunt, & Broad Top Mountain... 92 Terre Haute & Indianapolis.... 492 
Ulinois Central.... . 53,106 Texas & Pacific Seandscanese See 
litinois Minor Railroads........480 Troy & Boston ... .. — ...... 54 
Iiltnois Railroad Commission.. 117 Union Pacific ; > 165 
Indianapolis, Bloom. & West.. 205 United New Jersey...... coeee OOS 
Ind , Cin. & La Fayette.... .... 576 U.8 Rolling Stock Co......... 77 
Indianapolis & St. Louls ... 206 Utica & Black River.... 20. SR 
Ind, & Vincennes (Penna. Co,).. 218 Vicksburg & Meridian .-. 305 
International & Gt. Northern... 205 Virginia Minor Railroads.. .... 408 
towa Minor Railroads..........458 Wabash cosinsnns6eehoopicnecee MUD 
lowa Ratlroal Commission. .. 6 Wash, City, Va. Mid. & Gt.So.. b4 
Jeff., Mad, & Ind. (Penna, Co.).. 218 Western Maryland . 588 
Kan, City, §t. Joe & C. Biuffs... 393 Western Railroad Assoviation.. 44 
Kansas Pacific....... .......... 21 Western Union Telegraph. .... 548 
Kentucky Central............... 320 West Jersey | <sineene navn’ 384 
Lake Erie & Louisvi'le..... 581 Wilmington & Northern....... 34% 
Lake Shore & Mich. South., 254, 261 Wilmington & Weldon..,...... 66 
Lehigh Valley........ saseseees 261 Wisconsin Minor Railroads.... 506} 
Leaven., Lawrence & Gal.... .. 320 Wis. Railroad Commission.... 79 
Little Miami (P., C. & St. L,). 205 Worcester & Nashua .. ........ 106 
Long Island...... oo teat .. 12 Worthington & Sioux Falls. .,, 480 





Chicago & Eastern Illinois. 


| This company ownsa main line from Dolton, Il., to Dan- 
Ville, 107.5-miles, and the Indiana Division; from Bismarck to 
Coal Creek, Ind., 24 miles. It leases the use of the Pittsburgh, 


down by a tornado, The road is temporarily blocked#®ut | Cincinnati & St. Louis track from Dolton to Chicago, 20.5 


trains are ruu over the Hannibal & Naples Branch and by | miles, making 152 miles worked. There are 21 


the Chicago Burlington & Quincy tracks to Quincy. 
Wabash, St. Louis & Pacific.—This consolidated com- 


wuny hes been fully organized and’permanent officers chosen. | 


‘he directors and officers are the same as were indicated be- 
forehand by genera) report. 


| 
Notice is given that the stock of the consolidated company 


will be ready for issue at the office in New York, Nov, 14. 
Holders of St. Louis, Kansas City & Northern stock will 
receive preferred ana common stock of the new company, 
share for share, in exchange for their present securities. 
Holders of Wabash stock will receive one share of preferred 
and one of common stock stock for each two shares of their 
present holdings. 


Western & Atlantic.—The change of control of this 
road noted last week was made by the purchase of the shares 


miles of 
| sidings. 

The company is successor through foreclosure to the Chi- 
| cage, Danville & Vincennes. Its second annual report cov- 
ers the year ending Aug. 31, 1879. 

The general account is as follows: 


Stock ($2,533 per mile). $333,054 


¥irst-mortgage bonds ($22,814 per mile) 3,000,000 
| Income bonds ($5,432 per mile) ’ 714 329 
| Bills and accounts payable 288,002 


| Income account, balance................scccscssses 98,660 
| Total..... se alls . ere ee FY 
| Road and equipment ($30,653 per mile) £4,030, 854 
| First-mortgage bonds held by company 310,000 

Cash, materials and receivables 93,191 


- 4,434,045 
The company holds $10,C00 less first-mortgage bonds than 


lines. The lease of the road from the state of Georgia, in- | 


tion has been made at Wheeling, W. Va., of a company to | 


| Passengers 


[NOVEMBER 14, 1879 


it did a year ago; otherwise there is no change but the issue 


| of a small amount of income bonds. 


The traffic for the year was as follows: 


1878-79. 1877-78 Ine. or Dec. P.c. 
Passengers carried... 93,968 111.058 D. 17,090 15.4 
Passenger mileage... 3,612,690 - 4,029,197 D. 416,507 10.3 
Tons freight carried. 507,222 498,127 L 99,095 19.9 
Tonnage mileage.... 60,326,762 £6,868,633 I. 12,458,129 21.9 


Average rate: 
Per passenger per 

UN 2.36 erthenenere 3.00 cts. 2.75 cts. I. 0.25ct. 9.1 
Per ton per mile... . (€.96 * ae... ae. 0.14% 13.7 

Passenger traftic fell off, while freight increased. A large 
part of the freight traffic is in coal, which must be carried 
at very low rates. The through traffic in other articles is 
also for the most part carried at low rates, owing to the 
number of points at which the road meets with competition. 
Through business furnished last year 10,418 passengers and 
309, 136 tons of freight; local, 83,550 passengers and 288,086 
tons of freight. 

The earnings for the year were as follows: 

1878-79. 1877-78. Inc. or Dec. P.c. 


a a $108,019 $110,843 D. $2,824 2.5 
4 





Freight ... EE ies 668.381 627,961 1. 40,420 6. 

Mail, express, etc........ 55.499 45,752 I 9,747 21.3 
ee eT ae ee $431,800 $784,556 I. $47,243 6.0 

ORES 9:00 sivewercanis .. 829,503 555,040 D. 4.6 





$229,516 I. $72,880 31.8 
5,162 I. 311 60 
1.510 I. 480 31.8 
70.75 =D. 7.15 10.1 
Had the rates of the preceding year been obtained, the 

gross revenue of the road would have been $928,956. Al- 
ready the revival of business has enabled rates to be ad- 
vanced, and it is anticipated that the revenue derived from 
general freight will be considerably increased during the 
coming year. The rates for the transportation of coal will 
remain low, however, during this winter, an account of the 
competition with anthracite coal. 

The operating expenses, with the exception of mainte- 
nance of cars, have been as low as could be expected, con- 
sidering the largely increased tonnage handled. 

The following amounts have been expended on account of 
betterments, being amounts in excess of an average renewal 
account: Ballast, $19,638; bridges, $12,792; cross-ties, 
$10,412 ; ditching, $1,908; steel rails, 820,482; total, 
$65,282. 

A lease has been made with the Chicago & Western Indi- 
ana Railroad Company by which this road obtains, in per- 
petuity, an entrance from Dolton, the present northern ter- 
minus of t2e road, into the city of Chicago, with ample 
yards, round house, freight depot, river docks, passenger 
station, etc. This will give a local and suburban business 
for a distance of 17 miles from Chicago which the terms of 
the lease with the Pittsburgh, Cincinnati & St. Louis road 
have not permitted this road to enjoy. 


Net earnings ....... 
Gross earn. per mile. 
Net - ~ asks ba 
Per cent. of expenses..... 





Cincinnati, Sanausky & Cleveland. 

This company owns a line from Sandusky, O., to Dayton, 
15414 miles, with a branch from Carey, O., to Findley, 151, 
miles, and it leases the Columbus, Springfield & Cincinnati 
road, from Springfield to Columbus, 4414 miles. It leases 
24 miles of the road owned, from Springficld to Dayton, to 
the Cleveland, Columbus, Cincinnati &. Indianapolis Com- 
pany, leaving 190 miles worked, and 169%, une The road 
is now in the hands of Mr. J. 8. Farlow, Receiver, ina fere- 
closure suit ; efforts to adjust the suit are being made. The 
report is for the year ending June 30, 1879. 

rhe equipment consists of 30 engines; 2 parlor cars, 2 
sleeping cars, 23 passenger, and 11 baggage and mail cars ; 
234 box, 64 stock 95 flat, 311 coal, and 11 caboose cars, 

The general account is as follows : 
Stock ($23,563 per mile)... , 
Preferred stock and scrip ($2.524 por mile) te 
Bonds and overdue coupons ($14,689 per mile)... 
Accounts and balances payable ; , 
Col., Spring. & Cin. rent account... 

Profit and loss. . on 





..84,005,750.00 
429,037.45 

. 2,497,196.60 
: 182,686.03 
Fp}. ; 44,573.92 
35,582.18 


So SN ee 1% bes ... $7,195,826.18 
Road and equipment ($36,594 per mile),$6,221,026.13 
Stocks owned naeling onan 763,900.00 
Estimated value of property recovered 
from R. R. Sloane che aaus ; 100,000.00 
Cash, materials and receivables 110,900.05 
-— 7,195,826.18 
The bonded debt consists of $1,086,000 first-mortgage 
bonds; $1,072,725.60 second-mortgage bonds and _ scrip; 
#167,618.50 coupon scrip certificates, and $170,852.50 over- 
due coupons. The yearly interest charge, including sinking 
fund payment of $10,000 and preferred stock dividends is 
$225,479. The nominal floating debt is $399,112.45, but of 
this $251,728.50 consists of coupons on sinking-fund bends, 
coupons to be funded and euallog items, and 262,337.32 is 
the monthly pay-rolls and vouchers, leaving the actual float- 
ing debt only $85,046.63, 
The traftic for the year was as follows: 











Train mileage, passenger 426,370 
2 " freight. ‘ Ct 252,189 
service and switching. . 148,058 

rot er Sims ona ee Pet net .. 826,617 
Freight r mileage, company’s cars one .. 2,567,256 
~ ~ INTE Sc. c so 05:0 84 anieesan 2,090,658 
Total into : .... 4,657,914 
Tons freight carried (local 248,510, through 158,148) 406,664 


The cost of locomotive service was 15.36 cents per mile, 
Freight tonnage showed an increase of 41,688 tons, or 
10.2 per cent. There was an increase of 329,922 car miles 
of company’s cars and a decrease of 92,267 of foreign cars. 
The earnings forthe year were as follows: 
1878-79. 1877-78. Inc. or Dec, P. e¢. 
..--$205,218.79 $206,787.67 D. $1,568.88 0.8 
Freight. . 409,495 82 398,579.49 I 10,916.33 2.7 
Express, mail, ete. -40,585.14 41,834.49 D. 29,35 ‘ 
Rents ..... 69,868.85 67,621.57 1. 





5,168.60 $714,823.22 I. 
I 


Total sive ae 
Expenses 505,063.25 534,917.19 






$10,345.38 1.4 
»)» 29,855.94 5.6 


Net earnings. ....$220,105.35 $179,906.03 I. $40,199.32 22.3 
Gress earn. per 

mile.... i 3,816.68 3,762.23 I. 54.45 1.4 
Net earn.per mile. 1,158.45 946.87 I 211.58 22.3 
Per cent. of exps 69.66 74.81 D. 5.15 69 


Renewals of track included 13.86 miles of new steel 
rails, 12.24 miles of repaired rails, and 72,690 ties. A new 
Howe truss bridge was built and others repaired. 

The Receiver believes that the arrangements for adjust- 
ing the company’s debt will soon be concluded, and that the 
road will be able to earn all its charges as adjusted. 

The business of the road has suffered from the opening of 
the Columbus & Toledo and other roads, which have 
diverted a considerable part of the coal business. 

An agreement has been made by which the rental of the 
Columbus, Springfield & Cincinnati road has been reduced 
one-half for three years, and at the expiratiun of that time 
a new contract of lease will be made. oF the Sloane property 
there is a lot of land left, which cannot be sold just now ex- 
—_ .y a loss, and the real value of which cannot be definitely 

xed, " 


ee 





